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Chapter I: Introduction 
Highways are not generally thought of as historic resources or as particularly 
beautiful infrastructure. However, since the 1926 U. S. Numbered Highway 
System and the 1956 Interstate Highway System, highways have played a huge 
roll in the planning and preservation of our cities. These impacts are generally 
analyzed through the lens of interstate highways and large cities like Boston and 
Los Angeles, but what about how state highways affect mid-sized and smaller 
cities and towns? In order to tackle this under-explored relationship, this thesis 
looks at three small cities located within a 100-mile stretch of Route 1 in Maine. 
The central question of this thesis is: will a close examination of the relationship 
of three Maine towns (specifically Bath, Belfast, and Ellsworth) to Route 1 reveal 
a pattern of planning and preservation? Further, what will this pattern look like 
and where else could it be found? 
Auxiliary questions include: is there a set of abstract rules of town center 
structure in relation to Route 1? What factors contributed to Route 1’s current 
path and how has it changed? Did towns and counties have agency in Route 
1’s placement? Have communities in close proximity to Route 1 had any 
opportunities to influence the governance and impact of the highway? How have 
legislative and physical actions in connection to the highway directly affected 
town planning and development? 
To answer these questions, this thesis utilizes a mixed-method research design 
incorporating grounded theory, content analysis, documentary analysis, and 
critical visual analysis techniques. 
This topic will be investigated through three case study towns: Bath, Belfast, and 
Ellsworth. The selection criteria for these case studies is discussed in Chapter 
4: Research Design and Chapter 5: Case Studies. Per the literature review 
in Chapter 3, this type of research has not been applied to the study of the 
relationship between local highways and small to medium-sized towns, or more 
specifically to Maine towns and Route 1. This thesis will explore new territory 
in this regard. The methodology used in this thesis could set a precedent for 
this kind of research, and could therefore be of interest to other researchers 
and highway historians, as well as local, regional, and state planners wishing to 
investigate the relationship of highway infrastructure to their own urban centers 
and how to apply these lessons to future planning efforts. Further, this thesis is 
intended to be relevant to lay persons interested in highway development and 
their direct impact on the urban environment. Residents of Bath, Belfast, and 
Ellsworth will also be interested in hearing this latent narrative about their home. 
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Route 1 / Main Street in Ellsworth, Maine. Photo by author. 
Chapter 2: Background
Maine Geography & Demographics 
Maine is the largest of the six New England states and the furthest north, 
sharing a border with Canada. The state was part of the Commonwealth of 
Massachusetts but became the 23rd state in March of 1820, as part of the 
Missouri Compromise. Portland was the original capital, but it was moved to the 
more central Augusta in 1832. Today, the population is around 1.3 million, with 
more than one third of the state’s population living in the Greater Portland area. 
Maine is the least densely populated state east of the Mississippi River, with most 
of its population located in coastal areas.1 
Maine, also known as the Pine Tree State and Vacationland, has 16 counties. 
Four of the five most populous counties are in the South Coast, Greater Portland, 
and Midcoast regions. Maine has more than 5,000 miles of coastline and more 
than nine-tenths of the state is forested—the highest rate in the nation. Counties 
nearer the coast are smaller than inland counties as a result of the disparity 
between coastal and inland population densities. The concentration of the state’s 
1 History.com Editors. “Maine.” History. A&E Television Networks: Last Updated August 21, 2018. Accessed 
January 10, 2019. https://www.history.com/topics/us-states/maine.
population in the southern coastal regions is likely due to proximity to Boston, 
which is just 60 miles south of the Maine border.2 Bath, Belfast, and Ellsworth—
the case study towns for this thesis—are located in the central coastal regions of 
the state, and are all north of Portland along Route 1. 
2  “Maine Population.” World Review Population: Last Updated November 30, 2018. Accessed January 11, 
2019. http://worldpopulationreview.com/states/maine-population/.
Survey of New Ireland and Maine, 1770 - Maine State Archives via Digital Maine Repository
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Transportation History: Infrastructure & Expansion 
Federal + Interstate Highways 
Before the nation was bound together by a network of interstate highways, the 
country was covered in a patchwork of local roads, routes, and trails.3 Each state 
used their own numbering system and various colors signifying directions. To 
further complicate things, states had their own trail associations that sponsored 
and maintained named trails connecting specific businesses, which had to pay 
dues to stay on the trail.4 These named trails began to arise in the 1890s, but 
didn’t gain any real momentum until the 1910s. Some of the more famous named 
trails include the Lincoln Highway and Victory Highway, which both connected 
New York City to San Francisco, and also trails like the Theodore Roosevelt 
International Highway (Portland, OR to Portland, ME), and the Yellowstone Trail 
(Boston to Seattle).5 
The fact that not all roadways were named numerically was not the prime issue. 
The chief concern was that the trails were marked by their associations with 
painted signs and insignias on essentially everything visible from the road; 
including telephone poles, barns, and rocks. Since trails were run by different 
associations and the route was determined by where business sponsors were 
located, these trails were often illogical and inefficient. In 1917, Wisconsin was 
the first state to replace trail signs with numbers and a few other states followed 
suit. Some states even worked together to come up with more standardized 
signage, such as Minnesota and Indiana, which came up with a code system 
based on sign shape: round for warnings, octagonal for stop, diamond for slow, 
square for caution, and rectangular for directional information.6 
The New England Road Marking System was the first step towards 
standardization of roads across state lines. In 1922, the five New England states 
and New York adopted a plan for “motor sign uniformity.”7 The new signage was 
3  “Trails” in this context, does not mean a hiking trail for pedestrians, but rather an auto trail. 
4   Mark Byrnes. “On This Day in 1926, America’s Interstate Roadways were Numbered for the First Time.” 
City Lab. November 11, 2014. https://www.citylab.com/transportation/2014/11/on-this-day-in-1926-americas-
interstate-roadways-were-numbered-for-the-first-time/382615/.
5  Richard F. Weingroff. “From Names to Numbers: The Origins of the U. S. Numbered Highway System.” 
Federal Highway Administration. Updated June 27, 2017. https://www.fhwa.dot.gov/infrastructure/numbers.
cfm. 
6  Weingroff, “From Names to Numbers.”
7  “Motor Sign Uniformity: Simple Road Marking System Adopted in New England—Urge 
National Extension.” New York Times. April 16, 1922. https://timesmachine.nytimes.com/
first implemented on Boston Post Road in Connecticut. Two standard colors 
were chosen for signs. Interstate and national routes were numbered from 1 to 
99, and state routes were numbered starting at 100. This is the moment when 
Route 1 was born. Even though the New England Highway Commissioners 
determined that odd numbers should denote east-west routes and even numbers 
should denote north-south routes, it was decided that the principle route should 
be numbered 1. “Motorists in any State will know, on seeing the large numeral 1, 
that they are on the main highway.”8 
Following the example set by the New England Highway Commissioners and 
numerous other individual states, road marking standardization was officially 
adopted nationwide in 1926, with the U.S. Numbered Highway System. Some 
would say this was relatively late, since there were over 250 established trails 
or roadways by this time.9 The American Association of State Highway and 
Transportation Officials (ASSHTO)10 tried to push a unified numbering system 
in 1925, when the agency asked the Secretary of Agriculture to work with states 
and trail associations to standardize names. The trail associations disapproved, 
but the numbers slowly took effect anyway. This time north-south routes were 
given odd numbers and east-west routes were given even numbers.11 A report 
released by the Joint Board of state highway commissioners contained the first 
log of U. S. numbered interstate routes. This list began with Route No. 1 and 
ended with Route No. 630. Principal east-west routes were assigned multiples 
of 10. Principal north-south routes were given numbers ending in 1, with U.S. 1 
as the principal north-south route. Other north-south routes of less importance 
but considerable length were given numbers ending in 5.12 The 1926 system also 
launched the now iconic black and white shield. 
An important takeaway from the first national road marking system is that the 
system was designed to be applied to roadways that already existed and had 
been built by the state or local trail associations. In contrast, the Federal-Aid 
Highway Act of 195613 was enacted to promote the construction of mostly new 
timesmachine/1922/04/16/107051372.pdf.
8  Ibid. 
9  Mark Byrnes. “On This Day in 1926.”
10  Founded in 1914. 
11  Ibid. 
12  Weingroff, “From Names to Numbers.”
13  The 1956 Act established the program for funding and building the interstate system but earlier acts—in 8 9
and much larger highways across the nation. The act was signed into law by 
President Dwight D. Eisenhower, who had a long time interest in roads after 
taking part in a transcontinental military convoy in 1919. The purpose of the 
convoy was to test military vehicles and determine what it would take to move 
an entire military force across the nation. Unsurprisingly, the convoy had a tough 
time getting from Washington, DC to San Francisco and there were more than 
230 recorded road accidents. Part of the reason for this was road conditions but 
there were also problems due to the lack of food, shelter, and even accessibility 
to drinking water along the roads. The convoy experience culminated in a report, 
which began to spread the idea that the federal government should construct and 
maintain transcontinental highways. This convoy brought new public awareness 
to roadways and mobility.14 
Other pressures to construct an interstate highway system had been building 
since the 1930s. The Federal-Aid Highway Act of 1938, a precursor to the 1956 
act, produced a two-part report, Toll Roads and Free Roads, by the Bureau of 
Public Roads (BPR). The report described needs for congestion relief, highway 
safety, and support for economic development as opposed to military needs. At 
the time, President Roosevelt and Congress thought that a six route network 
(three east-west, and three north-south) comprised of toll superhighways would 
be sufficient for the nation’s needs. However, the 1939 study recommended free 
highways instead of toll highways, simply because BPR felt most routes could 
not be self-supporting as toll roads.
When Eisenhower became president, one of his top priorities was to secure 
legislation for an interstate highway system. The Federal-Aid Highway Act of 
1954 authorized $175 million for the interstate highway system, but Eisenhower 
didn’t feel this was enough. He cited increases in highway accidents, delays, 
and traffic jams, and called for more efficient transportation of goods and people. 
Recalling his time spent in the convoy, he also cited existing road inadequacies 
in the event of another war. The Bureau of Public Roads issued a book called 
General Location of National System of Interstate Highways, which proposed 
locations of the highways. It was estimated to cost $25 billion. Eisenhower signed 
1944, 1947, and 1955—authorized and designated the system. 
14  David A. Pfeiffer. “Ike’s Interstates at 50.” Prologue Magazine 38, no. 2 (Summer 2006): https://www.
archives.gov/publications/prologue/2006/summer/interstates.html.
the Federal-Aid Highway Act of 1956 in June, which authorized the construction 
of a 41,000 mile network of highways. It divided the funds among the states as 
well as provided uniform design standards and, importantly, permitted the use of 
federal funds to purchase the rights-of-way for the roads.15 
During the decades of its construction, the interstate highway system was and 
still is the largest public works project in the nation. Further, the system still has 
an economic impact because of maintenance and repairs. Today, the interstate 
highways are maintained by the Federal Highway Administration (FHWA). 
The agency was officially created in October of 1966,16 after numerous other 
iterations. However, despite having a more interconnected nation, there are 
many acknowledged negative side effects to the interstates. The construction of 
the interstates was often at the expense of historic fabric and disenfranchised 
communities in urban areas. Interstates have increased automobile dependence 
15  Pfeiffer, “Ike’s Interstates at 50.”
16  The Office of Road Inquiry was founded in 1893. This became the Office of Public Roads in 1905 
within the Department of Agriculture. The agency later became the Bureau of Public Roads in 1915 and the 
Public Roads Administration in 1939. The PRA was shifted to the control of the Federal Works Agency and 
then abolished in 1949, when the agency became the Bureau of Public Roads within the Department of 
Commerce. “FHWA History.” Department of Transportation, Federal Highway Administration. https://www.
fhwa.dot.gov/about/.
President Eisenhower signs the Federal-Aid Highway Act of 1954 - Courtesy of the FHWA. 
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and lead to the decline in public transit. Urban areas are congested. These 
trends are not necessarily as evident in smaller and medium-sized towns, but 
they are just as relevant. 
The 1955 study General Location of National System of Interstate Highways 
proposed the location of the interstate highways and estimated it would take 
12 years and $25 billion to complete. In actuality, the completion of the original 
Interstate Highway System took 35 years to complete and over $400 billion when 
adjusted for inflation.17 Another side effect of the interstate highway system that 
is not as discussed is the issue of decommissioning18 of the former multi-state 
roadways from the 1926 U. S. Numbered Highway System.19 AASHTO began 
to decommission US routes shorter than 300 miles beginning in the 1930s. The 
practice and methods of decommissioning seems to vary by state. Sometimes 
pre-highway routes are rerouted onto new interstates when the roads are in close 
proximity and the old route signage is simply removed.20 Such is the case for 
Route 1 and Interstate-93 in the Boston area. Route 1 is similarly absorbed into 
Interstate-295 around Portland in Maine. This did not happen further north on the 
coast because Interstate-95 has a more inland course. Today, U.S. numbered 
routes are under state jurisdiction.
The Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA) was the 
first step in the creation of the National Highway System (NHS), a network of 
strategic highways important to economy, defense, and mobility. It provided that 
the interstates be part of the system, which was intended to promote a more 
intermodal approach to transportation and increased the powers of metropolitan 
planning organizations. The National Highway System Designation Act of 1995 
officially designated the interstates and a number of roadways connecting 
airports, train stations, bus terminals, and other public transit terminals.21 The 
network is about 160,000 miles long. Route 1 from Brunswick to Ellsworth is 
17  “Mn/DOT celebrates Interstate Highway System’s 50th Anniversary.” Minnesota Department 
of Transportation. https://web.archive.org/web/20071204072603/http://www.dot.state.mn.us/
interstate50/50facts.html.
18  A decommissioned highway is a highway that has been shut down, been removed from service, or been 
relinquished from federal or state control.
19  In fact, even finding resources discussing this practice is difficult. The most comprehensive information 
on decommissioning is on an online roads forum.
20  “US Route Decommissioning.” AARoads Forum. https://www.aaroads.com/forum/index.
php?topic=17947.0.
21  The National Highway System if comprised of 5 parts: the Interstate Highway System, high-priority 
corridors identified by ISTEA, non-interstate roads designated by STRAHNET for strategic military links, 
Strategic Highway Corridor Network connectors, and important arterials connecting transportation nodes.
part of the National Highway System. This section includes Bath, Belfast, and 
Ellsworth. The National Highway System encourages state departments of 
transportation to focus on priority routes and provided federal aid funds for their 
improvement.22
State Routes & MaineDOT
Historically and unsurprisingly, Maine’s coastal communities prospered through 
industries dependent on the waterfront. These industries included fishing, 
logging, shipbuilding, and shipping. Long-distance transportation prior to the 
turn of the 20th century centered around railroads and water routes. Roads were 
simply not invested in or maintained. However, the State of Maine turned its 
attention to its roads for the first time in 1901. The State agreed to pay for half the 
cost of road improvement projects along a main thoroughfare through any town 
to be designated as a state aid road.23 State aid was capped at $100 per year per 
town in 1901, $200 in 1903, and $300 in 1905. These large increases in funding 
coupled with the establishment of the State Commissioner of Highways in 1905 
and the State Highway Department in 1907 speak to the growing importance 
22  Rodney E. Slater. “The National Highway System: A Commitment to America’s Future.” Public Roads. 
FHA 59, no. 4 (Spring 1996). Last modified January 31, 2017. https://www.fhwa.dot.gov/publications/
publicroads/96spring/p96sp2.cfm.
23  State aid roads are roadways that receive regular funds from the state for maintenance and operation. 
Courtesy of Geology.com
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and relevance of highways to the State at this time. The cap per town was 
abolished in 1907 and appropriation of funds was decided by the State Highway 
Commissioner.24 
1913 was a landmark year in Maine’s highway history because of a new law, 
which tasked the Commission (now comprised of three members) to lay out a 
system of state highways as the new principal thoroughfares. As part of this 
scheme, the Commission was to identify state aid highways to act as feeders to 
the state highway system. $2,000,000 in bonds was issued for the construction 
of state highways and $300,000 was appropriated for state aid highway 
construction. State licenses and registration fees were delegated to pay for the 
bond interest and for the maintenance of both the state highways and state 
aid highways.25 After this was accomplished, the commission adopted the goal 
of having the roads open all year round, even through the winter.26 Before the 
1920s, Maine residents simply didn’t drive in the winter months due to snow. The 
next important year was 1920, when the state issued an $8,000,000 bond for 
state highway construction, which was matched by federal aid.27 A book about 
Maine by Henry E. Dunnack provides a perfect snapshot of the progress of the 
Maine state highway system in 1920. Below is an excerpt of a chart from his 
book, which is aptly named The Maine Book.28
24  Henry E. Dunnack. The Maine Book. Maine State Library: 1920, 245. Print.
25  Ibid. 
26  “History of MaineDOT.” Maine.gov. https://www.maine.gov/mdot/about/history/.
27  Dunnack, The Maine Book, 246.
28  Ibid, 246.
In 1941, the Maine Turnpike Authority (MTA) was created to both build and then 
operate a toll highway to connect Kittery at the New Hampshire border to Fort 
Kent at the Canadian border. The first section of this highway connecting Kittery 
to Portland was completed in 1947. It was christened the Maine Turnpike. This 
was the first highway funded using revenue bonds and is still self-financed to this 
day. In other words, the Turnpike does not receive any funding from the state or 
federal government. This original section of the Maine Turnpike was also only 
the second long-distance superhighway in the United States, following the 1940 
Pennsylvania Turnpike. The MTA began the next section to Augusta six years 
later in the old railroad beds of the Portland-Lewiston Interurban Railway. The 
second section was completed in 1955. These two projects were separately 
the largest construction projects in the State’s history. The original section of 
the turnpike was named a National Historic Civil Engineering Landmark by the 
American Society of Civil Engineers in 1999.29 
After the passing of the Federal Highway Act in 1956, the first section of 
interstate in Maine opened between Brunswick and Freeport in 1957. This 
section became part of I-95, which was developed in a general south to north 
direction. The entire length of the four-lane highway was not completed until 
1981, nearly 24 years after the first section opened. When the Maine interstate 
highway system was finally completed, the 365-mile system included 312 miles 
of I-95, and significantly shorter sections of I-195, I-295, I-395I and I-495. From 
this moment on, Vacationland was truly born. “When dignitaries cut the last 
ribbon on I-95, road travel in Maine was never the same again.”30 
The Maine State Highway Commission became MaineDOT in 1972, and was 
given additional responsibilities regarding air, rail, public transportation, ports 
and marine transportation, and ferry service. Although it was not expressly tied 
to transportation, the next important legislative move affecting highways was 
the Growth Management Act, enacted in 1988. The Act established statewide 
goals and guidelines for the preparation of both municipal and multi-municipal 
comprehensive plans. Without plans compliant with this act, cities cannot legally 
enforce local zoning or other land use ordinances. The Future Land Use Plan is 
29  “History.” Maine Turnpike Authority. http://www.maineturnpike.com/About-MTA/History.aspx.
30  “History of MaineDOT.” Maine.gov. https://www.maine.gov/mdot/about/history/.14 15
the key element to comprehensive plans compliant with the Act.31 
In 1991, Maine voters approved the widening of the Maine Turnpike and enacted 
the Maine Sensible Transportation Policy Act (STPA). This act allows for advisory 
groups to have input on DOT’s process for planning future transportation 
improvements with the intent to reduce demands on the highway system. This 
act has had an impact on how communities strategize their transportation 
goals in comprehensive plans and has also given incentives for community 
transportation planning. The incentives require the creation of a Community 
Transportation Plan that plans for development and uses land use strategies to 
reduce future costly transportation improvements. The plans are judged based on 
criteria set forward by the Growth Management Act.32 
MaineDOT relies on regional councils for public outreach and coordinates 
recommendations for transportation needs in the areas. These organizations also 
identify the needs within Corridors of Regional Economic Significance (CREST) 
and in the development of multi-modal management plans for these corridors. 
These regional councils also help coordinate and assist municipalities in 
updating and creating comprehensive plans. The relevant regional planning and 
development organizations for this thesis are the Mid-Coast Council for Business 
Development and Planning (based in Bath), Midcoast Regional Planning 
Commission (based in Rockland, but also serving Belfast), and the Hancock 
County Planning Commission (based in Ellsworth).33 
MaineDOT highway assets are ranked by highway priority, with Priority 1 Roads 
being the Maine Turnpike, interstate system, an in-land northern section of Route 
1, and a few other smaller route sections. These roads account for only 8% of the 
miles of roadway in Maine, but 42% of all traffic in the state. Priority 2 Roads are 
high-level arterials, including Route 1 from Ellsworth to Calais, and all highways 
in the National Highway System. (This includes Route 1 from Brunswick to 
Ellsworth). Bath, Belfast, and Ellsworth are therefore all on sections of Route 1 
considered a Priority 2 Road by MaineDOT.34
31  Maine Department of Transportation. “Sensible Transportation: A Handbook for Local 
and Inter-Community Transportation Planning in Maine, 2008.” Maine State Library: Maine 
State Documents. https://digitalmaine.com/cgi/viewcontent.cgi?referer=https:/ /www.google.
com/&httpsredir=1&article=1027&context=mdot_docs.
32  Ibid. 
33  Ibid. 
34  “MaineDOT Asset Management - Highways.” Maine.gov. https://www.maine.gov/mdot/about/assets/hwy/.16 17
U.S. Route 1 Public Perceptions
Peter Genovese is an author and journalist who spent two years driving the 
full length of Route 1 from Fort Kent, Maine to Key West, Florida. His resulting 
impression of the route is that 
U.S. 1 is not the most scenic highway in America (not with all those fast- food 
joints, convenience stores, rundown motels, gun shops, and go-go bars, it isn’t) 
nor the quickest moving one. As far as I’m concerned, though, it’s the best damn 
highway in America...No other road matches U.S. 1’s combination of history, 
culture, scenery, roadside attractions, variety, and vitality.35
Not everyone shares this sentiment. In 1940, before the Interstate Highway 
System, LIFE magazine labeled Route 1, the “ugliest road in America.”36 A 
year later novelist Kenneth Roberts wrote specifically about Route 1 between 
Portland and Kittery, saying it was lined with “doggeries and crab-meateries 
and doughnuteries and clammeries and booths that dispense home cooking oil 
cloth and inch-thick china in an aura of kerosene stoves, frying onions, and stale 
grease.”37 
The interesting thing about these very opposite descriptions is that dense 
commercialism is consistent, yet the perception of that commercialism is 
different. Some view this roadside America as an accruement of out-dated, 
grimy, and seedy businesses as opposed to family-owned, mom and pop motels, 
diners, antique stores, and pop-up stands. 
Virginia Wright, a Maine native, explains U.S. 1 as a “contentious roadway” 
changing names and “its very nature from mile to mile and year to year.”38 
Widening, rerouting, and bypassing sections of the route are hotly debated 
whenever the issue arises. Every Mainer you talk to will warn you about the 
bottleneck going north and south at Wiscasset. However, after decades of 
meetings, studies, and public input, MaineDOT finally gave up on a bypass in 
2011. A decade earlier in 2002, a dozen protesters were arrested in Warren for 
35  Peter Genovese. The Great American Road Trip: US 1, Maine to Florida. New Brunswick, NJ: Rutgers 
University Press, 1999. https://clio.columbia.edu/catalog/2387030. Print. 2.
36  Richard F. Weingroff. “Along the Interstates: Seeing the Roadside.” Federal Highway Administration. 
Updated June 27, 2017. https://www.fhwa.dot.gov/infrastructure/along.cfm.
37  Ibid. 
38  Virginia Wright. Route 1 Maine. DownEast Books, 2013. Print.
fighting against widening the highway through town. These types of issues led 
to a MaineDOT initiative called Gateway 1, launched in 2004. The community 
planning project brought together corridor communities along Route 1 in the 
Midcoast Region in an attempt to come up with new and better planning solutions 
for dealing with traffic and other highway-related problems.
Although it lost funding under a new governor in 2011, Gateway 1 was applauded 
for its grassroots, bottom-up approach to planning.39 The community-led project 
tackled both land use and transportation planning issues across the Midcoast. 
The project was initiated by MaineDOT with the backing of the FHA Maine 
Division Office, but was entirely community-driven by representatives from 21 
corridor communities and 4 regional planning offices. The group released their 
Corridor Action Plan in 2009,40 which included a detailed characterization of the 
corridor’s development and issues, traffic and safety studies, future scenarios, 
tools for municipalities, recommended state and location actions, and also 
suggested transportation improvement options by town. 
The Gateway 1 initiative received the 2010 National Award for Smart Growth 
Achievement from the Environmental Protection Agency, just months before 
losing funding. As of the writing of this thesis, the initiative has not been refunded 
and the Gateway 1 Corridor Coalition has not been created. Although the 
true potential of the Gateway 1 initiative was thwarted, it did pave the way for 
more dialogue between communities and a better appreciation for what they 
had in common: Route 1. Jim Upham, representative of Bath on the Steering 
Committee, stated that “Route 1 is a public resource. The Gateway 1 process 
links the planning of transportation improvements and the planning of land use 
together in order to preserve this resource.”41 
39  Gary Toth. “Pavement Instead of People: How Gov. LePage Moves Maine Backwards.” Project for Public 
Spaces, March 3, 2011. https://www.pps.org/article/pavement-instead-of-people-how-gov-lepage-moves-
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41  Gateway 1 Corridor Action Plan. 21.
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Although highways have been heavily discussed in scholarly literature, large-
scale and more famous highways like Route 66 and the National Road dominate 
the conversation. Further, most of the discussion of highways in relation to towns 
is in terms of economic impact—essentially how much money the highway 
brings into towns by way of support industries like motels, food, and gas. More 
specifically, there is very little or no discussion of smaller highways and their 
effect on the preservation of medium-sized and smaller towns—in particular 
Route 1 and Maine towns. This thesis will work to expand the canon of highway 
scholarship and the methodological approaches applied to the study of highways 
and byways. This literature review is organized from small-scale to large-scale, 
specific to broad elements that are important in framing the historical and 
theoretical backdrop of this thesis. 
Local Planning & Preservation Resources 
The Maine Development Foundation, based in Augusta, maintains a list of 
historic preservation resources for municipalities on their website. Some 
resources include: “Preservation Resources for Downtowns,” “Operating 
an Effective Commission,” and “Measuring Economic Impacts of Historic 
Preservation.” While not specific to any particular town, these resources provide 
insight into how preservation decisions are made at the local level. A 2011 
economic impact report sponsored by Maine Preservation looked at the impact 
of state tax credits since the legislation was passed in 2007. At that point, 25 
historic rehabilitation projects were completed or underway. 
The Maine Association of Planners (MAP) is a statewide non-profit seeking 
to enhance the practice of planning in Maine. Their online database provides 
resources for planners by listing statewide and regional organizations. Relevant 
organizations include GrowSmart Maine, Mobilize Maine, and Sustain Southern 
Maine. The database also includes links to educational and funding opportunities 
like planning webinars and Federal Highway Administration webinars, as well as 
Maine DOT Grant Programs and the Certified Local Government (CLG) Program. 
Similar to the preservation resources listed above, most resources are not 
specific to any one town. However, these resources shed light on the planning 
philosophies and funding avenues utilized in Maine. 
The Municipal Planning Assistance Program, administered by the Maine State 
Planning Office (SPO), provides assistance to towns trying to comply with the 
Maine Growth Management Act of 2004, which mandates that towns have a 
comprehensive plan in order to legally impose a zoning ordinance, exact an 
impact fee ordinance, and create a rate of growth or building cap ordinance. 
Comprehensive plans also provide for eligibility for state grant and loan programs 
like the Community Development Block Grants, Municipal Investment Trust Fund, 
and SPO Plan Implementation Grants.1 SPO also provides compiled information 
from state agencies to town’s comprehensive planning committees and access to 
all comprehensive plans approved by Growth Management Act.2 Both the City of 
Bath and Ellsworth have comprehensive plans compliant with this process, which 
means they can legally enforce their zoning codes.  
Route 1 & Other State Roadways 
A number of histories of Route 1 have been written. These range from nostalgic, 
personal impressions like Andrew H. Malcolm’s U.S. 1: America’s Original 
Main Street (1991) and Peter Genovese’s The Great American Road Trip US 
1, Maine to Florida (1999) to more scientific endeavors. Malcolm’s content 
seems to be largely derived from local lore and oral tradition. It is accompanied 
by photographs along the highway taken by Roger Straus III. The two men 
drove the route together. Genovese also drove along the route. His two year 
expedition culminated in his 1999 book, which attempted to prove that U.S. 1 
was the “country’s most misunderstood and maligned highway.”3 He claimed “no 
other road matches U.S. 1’s combination of history, culture, scenery, roadside 
attractions, variety, and vitality.”4 Malcolm’s and Genovese’s books are nostalgic 
in nature and do not offer any formal analysis on the development or impact of 
Route 1; however, they do offer the kind of local value a roadway can have. 
Although not specifically about Route 1, Thomas Schlereth’s 1985 U. S. 40: 
A Roadscape of the American Experience published by the Indiana Historical 
Society provides a history of road transportation, a primer for how to investigate 
landscapes, and also an assessment of the cultural role of roads. Most of the 
1  Municipal Planning Assistance Program, “Why Create a Comprehensive Plan Consistent with Maine’s 
Growth Management Act?” Maine State Planning Office. https://www.maine.gov/dacf/municipalplanning/
docs/reasonsforcompplan.pdf.
2  Municipal Planning Assistance Program, “Comprehensive Plans” Maine State Planning Office. https://
www.maine.gov/dacf/municipalplanning/comp_plans/index.shtml.
3  Peter Genovese, The Great American Road Trip: US 1, Maine to Florida (New Brunswick, NJ: Rutgers 
University Press) 1999.
4  Ibid. 
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discussion is meant for above-ground archaeologists or observers. This work 
provides an example of how the history and significance of a single roadway can 
be assessed.
Relationship of Highways to Urban Areas 
Not many readily available works discuss the relationship of small towns to 
highways in relation to preservation. Anne Clayton Dodge wrote her urban 
planning master’s thesis (Route 66, where are you? Four Cities and the 
Development of a Shared Cultural Resource, 2006) at the Massachusetts 
Institute of Technology on four cities and their shared cultural resource: Route 66. 
Her research looked at how these cities preserved, developed, and interpreted 
the highway itself and not how the route had affected the cities. Dodge’s work is 
essentially the opposite framework from this thesis topic, but provides insight into 
creative methodologies and resources. 
Although not produced to uncover the relationship of urban areas to highways, 
one vital resource for understanding the relationship of highways to towns 
(specifically Route 1 to the cities of Bath, Belfast, and Ellsworth) is the municipal 
comprehensive plans. These documents, although they vary in depth and scope, 
inform questions on levels of policy and multi-jurisdictional relationships in 
regards to Route 1. Bath, Belfast, and Ellsworth all have comprehensive plans. 
The most recent is Belfast’s approved in 2012, followed by Bath’s in 2009, and 
Ellsworth’s plan update in 2004 for their 1992 comprehensive plan. 
The City of Bath’s 2009 comprehensive plan is comprised of sections covering 
the Planning Board’s vision of Bath, historic and geographical setting, objectives, 
and future land use plan. The historic and geographical setting chapter provides 
an extensive history of the city’s formation and development. The sections 
titled “The Ramifications of the Automobile Revolution: 1950-1970,” “Visions of 
Downtown: Renewal or Renovation,” and “History Revisited and Appreciated” 
directly mention the development of Route 1 and how the evolution of its 
infrastructure has affected the downtown area. The precursor to the modern 
route was a double-decker train and automobile bridge in 1927. This bridge 
brought a new level of accessibility and interregional connectivity, but it also 
caused the destruction of the King Tavern, the home of Maine’s first governor, 
and the demolition of residences and businesses that anchored the south end 
of the central business district.5 This chapter also discusses later infrastructure 
improvements and their effect on downtown, as well as the birth of the 
preservation movement in the city. This resource is invaluable in providing a 
historic snapshot of the pressures, decisions, and outcomes of Bath’s planning 
and preservation past. 
The City of Belfast Comprehensive Plan is an enabling document for 2012 to 
2022. In terms of preservation, it provides an inventory, types of protections, 
and conditions assessment for historic resources. The importance of the city’s 
Main Street Program (Our Town Belfast) is emphasized. The Transportation 
section of the plan is highly detailed and rich in information pertaining to Route 
1’s impact on the city. The plan refers to areas of the city as “within the bypass” 
or “outside the bypass.”6 Numerous issues are mentioned within the context of 
Route 1. For instance, Route 1 is a contributing factor for lack of transportation 
links and connectivity between neighborhoods, schools, recreation, and public 
gathering areas. This is mainly due to the fact that Route 1 is a bypass around 
the downtown core and effectively slices the city into two sections. The document 
also discusses the complicated nature of local and state jurisdictions and 
regulations. Although a lot of the analysis and detail is too technical and specific 
for this thesis, the general themes and implications are critical in understanding 
how the city and state work together on transportation planning initiatives. 
Ellsworth has a series of comprehensive plans, but has not gone through the 
review process with the Maine State Planning Office under the Maine Growth 
Management Act. The most current plan is a 2004 update of the 1992 plan. In 
the introduction, the Ellsworth Comprehensive Planning Committee states that 
the plan does not include recommendations, only what the City calls “options” 
based on conditions in the city as of 2003. Most of the plan analyzes census and 
business data; however, one section on road conditions is of use to this thesis. 
The priority in this section is truck traffic and congestion. The plan also lists 
various goals for Ellsworth including downtown revitalization, which will include 
transportation improvements like gateway areas and intersection work, and 
also improving the role of preservation.7 However, this plan does not have very 
detailed information on these objectives. 
5  “City of Bath, Maine: Comprehensive, Action Plan.” Planning Board. June 3, 2009. http://www.cityofbath.
com/comprehensiveplan/. Chapter 3, 20-21.
6  “City of Belfast Comprehensive Plan.” 2012. https://www.cityofbelfast.org/DocumentCenter/View/2281.
7  “Ellsworth Comprehensive Plan Update,” Ellsworth Comprehensive Planning Committee, 2004. http://
www.ellsworthmaine.gov/wp-content/uploads/2016/10/Comprehensive-plan.pdf.
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Federal Highways   
There have been a number of scholarly works on Route 1 produced or sponsored 
by the federal government. The Federal Writers’ Project, a venture of the Works 
Progress Administration, released an American Guide Series of regional, state, 
and local guidebooks and interstate route guides. U.S. One: Maine to Florida was 
released in 1938, and begins with a factual history of the route. It categorizes the 
highway as a microcosm of the history of transportation in America. What began 
as Native American paths and colonial roads became the Old Post Road, along 
which the first common carrier service was established. The guide also includes a 
section on each state with descriptions of the route and the towns it runs through. 
The information presented is factual, not evaluative. Other federal documentation 
is available on the Federal Highway Administration’s (FHA) website, under the 
section “General Highway History.” The two most relevant sections are a 1927 
press release titled “United States Route No. 1 is a Highway of History” and “U.S. 
1: Fort Kent, Maine to Key West, Florida,” which is an overview of the timeline of 
the roadway. 
Beyond website information, the FHA also has a number of articles from their 
journal Public Roads available online. Elizabeth E. Fischer, Heidi Hohmann, and 
P. Daniel Marriott’s article “Roadways and The Land: The Landscape Architect’s 
Role” asserts that the development of America’s highways and parkways are 
the largest public works project ever undertaken in the country. In a somewhat 
radical statement, the authors claim that landscape architects were crucial to how 
this change to the nation’s physical fabric was implemented. The authors also 
assert that landscape architects should be part of the conversation for how these 
historic roads and parkways should be preserved. While not expressly tied to 
Route 1 or Maine, the article also provides a setting for Route 1 and its place in 
the history of transportation and American landscape design at large. 
The American Association of State Highway and Transportation Officials 
(AASHTO) provides online access to a 1989 edition of U. S. Numbered 
Highways, which includes state highway and transportation agency applications, 
and states the purpose and policies behind the federal numbered highway 
system. The majority of the volume (the applications) is not relevant to this thesis; 
however, the official record of mileage and policies are useful factual information. 
In 1989, U. S. Route 1 was 2,593 miles long, 528 miles of which ran from Fort 
Kent to Kittery, Maine. The volume also outlines that interstate highways are 
under federal control, whereas U. S. numbered routes are under state control. 
In 1968, Public Works published a 1967 letter from Edwin W. James to 
Frederick W. Cron. James and Cron were engineers at the U. S. Bureau of 
Public Roads from the 1920s to 1960s. The letter describes the origins of the 
Federal Numbered Highway System, beginning with the Post Road Act of 
1912, exploratory roads built in a number of states (including Maine), and the 
Federal Aid Law in 1921. James also describes how the path for new roads 
was determined by population location by state and how the roadways were 
numbered. This letter illustrates how decisions were made in the early years of 
highway construction and perhaps why some highways (including Route 1) have 
been rerouted in some areas. 
In 1924, W. W. Crosby published his article “Highway Location,” which was 
after Route 1 had been designated under the New England highway system, 
but before the federal highway system in 1926. His article provides a snapshot 
of issues considered at the time for decisions of highway placement. Highway 
placement along a preexisting road was the common practice since it was 
assumed it was placed there for some local purpose to begin with. Further, 
the cost to convert an existing road to highway was cheaper than laying new 
groundwork. Crosby claims that in 1924, “only a small amount of the total traffic 
over the state highway system extends for more than fifty miles from the centers 
of population.”8 
John M. Roberts, Robert M. Kozelka, and Malcolm J. Arth analyze the human 
element from an anthropological perspective. Their “Some Highway Culture 
Patterns” was published in 1957, and discusses findings from 1954, 1955, 
and 1956 interviews and “small investigations” along U.S. 30 in Nebraska. 
Although their object of study is not Route 1, their methodological approach is 
an interesting case study. Questionnaires were used to collect information on 
passers-through. One of the findings was that most stops were geared towards 
mechanical or biological needs like gas, sleep, and food, and not for pleasure, 
like sightseeing. While Nebraska has a different tourism economy than Maine, it 
is important to think about why people would choose to stop along a highway and 
what sort of visual cues would inspire them to do so.  
8  W. W. Crosby. “Highway Location.” The Annals of the American Academy of Political and Social Science 
116 (1924): 132-40. http://www.jstor.org/stable/1015981, 140.
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The View from the Road by Donald Appleyard, Kevin Lynch, and John R. Myer is 
a discussion of visual analysis, but focuses on the highway in particular, not just 
cities or landscapes. The authors assert that “the highway is the great neglected 
opportunity in city design.”9 The 1964 work discusses visual techniques for 
analyzing roadways from the perspective of the driver and passengers. It also 
offers up the interesting juxtaposition of the roadway as a dynamic experience 
from the car, but a static landscape feature for those who live around it. The View 
from the Road offers a variety of ways to analyze and visually represent highway 
sequences, as well as methods for how to analyze an existing highway—as with 
most highway-related research, Boston is used as a case study. 
Although it was published by the federal government in 1968, The Freeway in 
the City: Principles of Planning and Design was the collaborative work of eight 
professionals10 in the fields of architecture, landscape architecture, urban design, 
urban planning, and engineering. The group, formally called “Urban Advisors,” 
was formed to create findings and recommendations for urban freeways, federal 
highway engineers, and also for state, county, and municipal highway officials, 
decision-makers at these levels, and professionals in the planning and urban 
design fields. The report was published during the push to create the Interstate 
Highway System, from 1956 to 1972. The group provided sixteen high-priority 
recommendations and dozens of lower-priority, more focused objectives, 
which mostly regarded visual, noise, and other environmental impacts. Another 
section discusses the effects of highways on comprehensive city planning and 
community values. Although no recommendations directly address historic 
resources, a statement in the foreword by contemporary Federal Highway 
Administrator Lowell K. Bridwell is of interest. 
We must reject the kind of ‘either-or’ approach which maintains that the nation’s 
transportation goals are inconsistent or in contention with other personal and 
community aspirations. The question is not, for example, whether to preserve an 
historic site or build a highway. Rather, the quest is, ‘How do we provide needed 
mobility and, in the same process, contribute to other important social goals—
such as the preservation of historic sites?11
9  Donald Appleyard, Kevin Lynch & John R. Myer, The View from the Road (Cambridge: The MIT Press) 3. 
10  Michael Rapuano, Lawrence Halprin, Thomas C. Kavanagh, Harry R. Powell, Kevin Roche, Matthew L. 
Rockwell, John O. Simonds, and Marvin R. Springer
11  Urban Advisors to the Federal Highway Administrator. The Freeway in the City: Principles of Planning 
and Design. Washington, DC: U. S. Government Printing Office, 1968, 9.
The Freeway in the City: Principles of Planning and Design also emphasizes that 
when freeways must go through a commercial core, there must be a separation 
of the downtown from the sight, sound, and fumes of the highway. Some 
recommendations regarding freeway placement will be interesting to compare 
to the actual placement of modern Route 1 in regards to Bath, Belfast, and 
Ellsworth. 
Per Gustafson, from Uppsala Universitet in Sweden, investigated the changing 
relationship we have with our surroundings given the rise in mobility, as 
“everyday experiences are increasingly disembedded from physical locations.”12 
His article, “Roots and Routes: Exploring the Relationship between Attachment 
and Place” (2001), states that in the past mobility was viewed as being counter 
to or devaluing of place attachment. However, Gustafson proposed that this view 
is changing and placemaking by way of traveling has become increasingly valid. 
In other words, people are forming deeper connections with places they travel to 
than ever before. The majority of the article is based on findings from studying 
Swedish and Spanish populations, but Gustafson’s conclusions are meant to be 
universal.  
A more local study was done by geographers Holly R. Barcus and Stanley D. 
Brunn analyzing mobility and place attachment in rural America, specifically 
Appalachia in Kentucky. Their 2010 study in Human Geography centered on the 
term place elasticity, which they define as the stretching of place boundaries 
through social-familial networks and transportation and communication 
technologies.13 This place elasticity is what drives people to travel to and 
potentially move to different places. 
The proliferation of transportation networks and personal automobiles, airplanes, 
and high-speed trains among other innovations, have also minimized the time it 
takes to travel long (or even short) distances. Such time-space convergence has 
reduced the travel time and cost between places, increasing connectivity within 
and between regions.14 
12  Per Gustafson. ““Roots and Routes: Exploring the Relationship between Attachment and 
Place.” Environment and Behavior 33, No. 5 (2001), pages 667-686. http://iranarze.ir/wp-content/
uploads/2016/06/3173-English.pdf.
13  Holly R. Barcus and Stanley D. Brunn. “Place Elasticity: Exploring A New Conceptualization of Mobility 
and Place Attachment in Rural America.” Geografiska Annaler. Series B, Human Geography 92, no. 4 
(2010): 281-95. http://www.jstor.org/stable/40980999. 284.
14  Barcus and Brunn, “Place Elasticity,” 285.
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Further, place elasticity has three major characteristics: strong place bonds, 
permanence, and portability. For this thesis, the concept of portability is the most 
important. “Portability reflects a continuing dialogue with a place through time.”15 
Barcus and Brunn were specifically investigating the role of place elasticity in 
human migration. However, the concept can be applied to travelers and their 
tendency to return the same locations over and over again.
Cityscapes & Landscapes 
Main Streets, as focal points of downtown cores, are a vital element to this 
thesis. Carole Rifkind’s Main Street: The Face of Urban America, published in 
1977, provides a historic and visual context to Main Street birth, growth, and 
decline. She divides the book into four sections: Origins, Structure, Experience, 
and Change. Origins looks into how Main Streets arose and how they differ 
geographically. Structure investigates typologies and materials, style, use, 
scale, and function, and a number of case studies are looked at over time. 
Although none of these towns are in Maine, they share some elements and 
lessons relevant to Bath, Belfast, and Ellsworth by way of proximity to the water 
and types of industry. The section on Experience discusses assessing the 
quality of Main Streets, by looking at factors such as road condition, traffic, and 
lighting. This section informs how this thesis evaluates the condition and level 
of preservation in the case study towns. The final section, Change, looks at 
the decline of Main Streets and their preservation. Although dated, this section 
provides an ancillary discussion to the birth of the Main Street America program. 
Looking at streets more generally, as a built form, On Streets is a collection of 
essays on street history, structure, transportation potential, and social impacts. 
The volume was published in 1986 and edited by Stanford Anderson for The 
Institute for Architecture and Urban Studies. William C. Ellis’ “The Spatial 
Structure of Streets,” discusses street patterns and provides elemental types 
to describe streets. His essay is also heavily illustrated. Thomas Schumacher’s 
essay, “Buildings and Streets: Notes on Configuration and Use,” looks at growth 
patterns, the interaction between pedestrians and cars, and the configuration 
of local streets. Victor Caliandro’s “Street Form and Use: A Survey of Principal 
American Street Environments” discusses the relationships between street 
spaces, city blocks, and building types for a variety of urban densities and uses 
(residential or commercial). The social-focused essays of this book focus more 
15  Barcus and Brunn, “Place Elasticity,” 285.
on how streets can be utilized in future planning efforts, rather than evaluating 
their social past. 
A collection of essays in Everyday America: Cultural Landscape Studies after 
J. B. Jackson, edited by Chris Wilson and Paul Groth, provides insight into 
how to define and evaluate cultural landscapes. A key essay is Timothy Davis’ 
“Looking Down the Road: J. B. Jackson and the American Highway Landscape,” 
which seeks to summarize Jackson’s contributions to road scholarship and 
compare them to recent methodological developments. Grady Clay’s “Crossing 
the American Grain with Vesalius, Geddes, and Jackson: The Cross Section 
as a Learning Tool,” offers alternative methods for understanding city form and 
interrelationships.
A more in-depth look into Jackson’s overall conceptions of landscape is offered 
by Landscape in Sight: Looking at America, edited by Helen Lefkowitz-Horowitz, 
published in 1997. “The Accessible Landscape” and “Roads Belong in a 
Landscape” directly discuss the development and role of roads. “The Vernacular 
City” discusses city typologies and also the effect of streets on the cityscape. 
The final part of the book, “Thinking About Landscape,” defines what landscape 
means and also how to study it. While the second portion of this seems mainly 
geared towards educators, there are some key points relevant to roads and 
highways. For instance, Jackson states that “as in almost every other part of the 
landscape, the road or street or highway became the armature, the framework 
of the landscape. The piece of land no longer determined its composition.”16 This 
speaks to the power of humankind to directly shape our surroundings, regardless 
of the physical environment.  
Grady Clay describes his 1973 Close-Up: How to Read the American City as 
both reflective and inventive. “No true secrets are lurking in the landscape, but 
only undisclosed evidence, waiting for us. No true chaos is in the urban scene, 
but only patterns and clues waiting to be organized.”17 The book offers assertions 
and tools for how to understand everyday, visible, and accessible evidence 
of the urban environment, which he uses to analyze cities dotted around the 
continental United States. None of his example cities are in Maine; however, his 
principles of analysis will be crucial to how the case study towns in this thesis are 
16  John Brinckerhoff Jackson. Landscape in Sight: Looking at America. New Haven: Yale University Press, 
1997, 316-317.
17  Grady Clay. Close-Up: How to Read the American City. Chicago: The University of Chicago Press, 1973. 
Print. 11.
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examined through critical visual analysis techniques. Pointedly, Grady utilizes 
visual observation, maps, and photographs to study highway strips and city 
development patterns. He also produced figure-ground illustrations and cross-
sectional views of cities to understand the complex relationships between parts 
of the city. 
In some ways, Richard Plunz’s City Riffs: Urbanism, Ecology, Place (2017) is 
a more modern and global version of Grady’s Close-Up (1973). The book is a 
collection of essays by the author written about cities from 1993 to 2017. In these 
essays, Plunz utilizes the techniques of field urbanism to describe and analyze 
the urban condition. Field urbanism seeks to define the experience of a city. 
According to Plunz:
Field urbanism cannot simply “observe.” There can be no pretense of “neutrality.” 
Field urbanism requires context forensics that accept this condition—layers of 
subtlety and ambivalence that are essential to understanding.18
Plunz goes into this concept further in his final section, by adding that pattern 
recognition—specifically through historical layering—is essential to this process 
of understanding succession and development in the built environment. 
Ian L. McHarg’s Design with Nature from 1969, stands at the crosshairs of 
planning and the natural environment. He utilized planning methods to evaluate 
regional planning processes in terms of their effect on the environment; and he 
does not have a favorable opinion of highways and their makers. “Who are as 
arrogant, as unmoved by public values and concerns as highway commissions 
and engineers?”19 As a whole, the book seeks to lay out all of the conflicts 
between planning and nature, and then how they can be addressed. One of his 
main criticisms of highway design is that all decisions are simplified and boiled 
down to a simple cost-benefit formula, whereas decisions should be made based 
on maximizing public and private benefit. Furthermore, this discussion includes 
criteria for placement of routes. McHarg also discusses city processes and form. 
Although much of the book is centered on regional planning—which is at much 
too large a scale for this thesis—his methodologies for analyzing the environment 
(his discussion of highways in particular) and his proposed solutions offer insight 
into changing planning philosophies in the 1970s. 
18  Richard Pluntz. City Riffs: Urbanism, Ecology, Place. Zurich: Lars Muller Publishers and Columbia 
University in the City of New York, 2017, 14.
19  McHarg, Ian LMcHarg.. Design with Nature. New York: Natural History Press, 1969, 31.
Stepping back further in scope, John Stilgoe has written extensively on defining 
landscapes. His seminal work What is Landscape? Is largely devoted to a 
linguistic exploration of landscape descriptors but also discusses the effect of 
highways on our perceptions of and physical impacts on landscapes. Stilgoe 
delves into the development of roadways and their ever-changing function in 
society. Along a similar vein, Kevin Lynch’s Managing the Sense of a Region 
discusses how to talk about and define the sensory quality of landscapes. An 
appendix “A Glossary of Technique” offers ways of describing, recording, and 
analyzing landscapes. 
Situating this Thesis 
Based on this review of resources and theoretical precedents, it is clear that 
although highways, specifically Route 1, have been discussed in scholarly 
literature, there is no prior analysis of Route 1 and its relationship to town 
development. Although there have been analyses of highways and urban 
landscapes, many studies use large cities as case studies. More specifically, the 
relationship between roadways and small towns in Maine has not been explored, 
particularly from planning and preservation perspectives. The abstract rules of 
town development and how they shift with changes in highway infrastructure 
and jurisdictions are unexplored. Local planning and preservation initiatives in 
response to highway impacts need to be examined, along with some form of 
evaluation of the level of preservation by town. Identifying these impacts and 
responses may help planners and preservationists better plan for the future. The 
midcoast section of Route 1 through Maine provides an interesting opportunity to 
investigate this complex relationship and how policies and local initiatives have 
had an impact on the built landscape. This thesis may shed light on regionalist 
approaches to this issue and/or present a unique set of circumstances and 
actions. 
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Chapter 4: Research Design 
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It is never enough to work with maps alone, or documents along—although all 
history depends on both. Nor is it enough to interview Usually Reliable Sources 
along the route. To come to an understanding of places requires all these: maps, 
documents, histories, interviews, photography, careful observation. But, above 
all, understanding depends on the continuity of moving self-consciously and 
completely through a place—in-one-side-and-out-the-other—and then repeating 
that process over time.
Grady Clay, Real Places: An Unconventional Guide to America’s Generic Landscape
This study is a multi-phased, mixed-method research design. The three 
phases are Data Collection, Data Analysis, and Evaluation. Data Collection 
was conducted primarily through online archives and through a process of 
photographic documentation by the author. Data Analysis was conducted through 
an overarching framework of Grounded Theory and Content Analysis utilizing 
documentary analysis and critical visual analysis techniques. The analysis 
is based on policy documents, newspaper articles, historic maps, historic 
photographs, as well as observation and contemporary photographs. The final 
phase, Evaluation, synthesizes the content from the second phase into graphical 
and/or textual material as part of the thesis at large. 
The three phases are organized by a set of overarching objectives designed to 
answer specific research questions. The research objectives are: 
1. Research the origins and original path of modern-day Route 1 
2. Identify the main catalysts for the development of Route 1: key players, 
funding sources, legislation
3. Define parameters for choosing 3 case study towns along Route 1
4. Identify the planning and preservation methodologies (formal and/or informal); 
Evaluate the towns’ level of preservation based on defined parameters
5. Determine if there are commonalities in the levels/methods of preservation 
planning 
6. Spatially analyze 3 town centers along Route 1 (county seats) to determine if 
there are abstract rules of town center organization and layout 
7. Determine how abstract rules of town center organization may have changed 
with the placement, decommissioning, and subsequent rerouting of Route 1 
8. Synthesize the impact of Route 1 on planning and preservation goals and 
outcomes 
9. Determine if there are common features between towns and if they represent a 
narrative comparable to highway towns in Maine, New England, or the nation 
The results of this thesis will shed light on a latent and previously unexplored 
narrative, and be the foundation for further research. 
Phase 1: Data Collection 
This study utilizes historic resources and official documents available from 
the Federal Highway Administration, HathiTrust Digital Library, Maine State 
Legislature Law and Legislative Digital Library (LLDL), Maine Department 
of Transportation (DOT), Digital Maine Repository, and public documents 
administered by the local governments of the case study towns. The Maine 
Association of Planners (MAP) and the Municipal Planning Assistance Program 
maintain databases of educational material, webinars, and legislation links. 
Historic maps and birds-eye lithographs of individual towns are available 
through the Norman B. Leventhal Map & Education Center at the Boston Public 
Library. Some relevant Sanborn Fire and Insurance Maps are digitally available 
through the University of Maine’s Digital Commons and the rest are primarily 
located physically at the University of Southern Maine Osher Map Library and 
the University of Maine at Orono Fogler Library. Historic images are available 
through Maine Memory Network (operated by Maine Historical Society), the 
Library of Congress, Digital Maine Repository, and the Maine State Library. 
Contemporary photographs and observations will be produced by the author. 
As part of the thesis process, an auxiliary report was created to provide 
supporting background material. This report, “Vacationland: Policy Frameworks 
+ Organization Influencing the Built Environment,” allowed for a thorough 
investigation of policy frameworks at federal, state, and local levels in relation to 
two distinct planning and preservation lenses: highways and historic resources 
protections. In a way, this report is a literature review of the politics and 
organizations influencing the built environment in Maine. Portions of this report 
are incorporated in sections of the main text of the thesis. 
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Phase 2: Data Analysis 
Overall, this study is framed by Grounded Theory (GT) and Content Analysis. 
Data collection and analysis were conducted in tandem with theory development. 
Findings are organized by conceptual categories in order to draw connections 
and relationships between the data. GT was applied to the analysis of key dates 
in Route 1’s development with the physical fabric and policy changes in the case 
study towns to assess the impact of the Route on planning and preservation at 
the municipal level. In addition to GT, this study is informed by the principles of 
Content Analysis, which is a research tool used to identify patterns of words, 
themes, or concepts in qualitative data like essays, newspapers, and historic 
documents. The two key components of this framework are Documentary 
Analysis and Critical Visual Analysis. 
Documentary Analysis reviews public documents to assess types of decision 
making, impact on the built environment, and any incentives for preservation. 
These documents include preservation ordinances, comprehensive plans, tax 
incentive legislation, zoning ordinances and changes, and main street program 
guidelines and outcomes. Critical Visual Analysis techniques were used to study 
historic maps and images compared to present conditions to determine scope of 
preservation in the case study towns and the historic development of Route 1’s 
path. 
Phase 3: Evaluation
This phase consists of synthesizing information from the analysis phase into 
visual and written material. This synthesis is at a variety of scales. 
Methodological Precedents 
An important methodological precedent is Grounded Theory, a process 
introduced by Glaser and Strauss in their The Discovery of Grounded Theory: 
Strategies for Qualitative Research from 1967. Grounded Theory can be defined 
as an inductive process whereby a theory is generated systematically during the 
research process through conceptual categories of data. In other words, a theory 
is “grounded” in data that is systematically collected and analyzed.1 In this way, 
a theory emerges organically based on findings. This method is often used for 
1  Barney G. Glaser and Anselm L. Strauss. “The Discovery of Grounded Theory: Strategies for 
Qualitative Research.” New Brunswick: Transaction Publishers, 1967. http://www.sxf.uevora.pt/wp-content/
uploads/2013/03/Glaser_1967.pdf.
qualitative research and was first articulated by Glaser and Strauss in the 1960s. 
They devised the approach to counteract the precedent of theory development 
before collecting and analyzing data. Grounded Theory develops theories in 
tandem with data collection and analysis. 
In addition to Grounded Theory (GT), this study is organized based on the 
principles of Content Analysis, which bridges quantitative and qualitative 
research. Part of the Content Analysis process is to create replicable and valid 
inferences through interpreting and coding of textual material. Content Analysis 
“does not directly involve human subjects research, [but] uses written materials 
(e.g. books, newspapers), music, pictures, advertising, speeches, or artifacts as 
a proxy for human perception, values, and processes.”2
Documentary Analysis is an accepted practice in both the historic preservation 
and urban planning fields. Often, documents are dissected and content is coded 
into subjects of data. 
2  Jeremy C. Wells. “Social Science Research Methodologies and Historic Preservation: Broadening 
the Possibilities for a Preservation Thesis.” In Preservation Education: Sharing Best Practices and 
Finding Common Ground, edited by Barry L. Stiefel and Jeremy C. Wells, 200-214. University Press of 
New England, 2014. ProQuest Ebook Central, https://ebookcentral.proquest.com/lib/columbia/ detail.
action?docID=1882405.
A drawing by Grady Clay in Close Up analysing strips along a highway. 
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The Critical Visual Analysis portion of this study is based on the work of Clay 
Grady, Kevin Lynch, and the work done in The Freeway in the City, published 
by eight planning professionals in 1968. Grady utilized visual observation, 
maps, and photographs to study land subdivision patterns, magnet cities, 
highway strips, and city development patterns. He produced both figure-ground 
illustrations as well as cross-sectional imagery of cities. Lynch studied visual form 
as seen in the field. He produced largely diagrams of urban form (paths, nodes, 
edges, landmarks, and districts) and linear visual studies along streets and 
highways. The drawings in The Freeway in the City are very Lynchian and offer 
a variety of ways to showcase the relationship of highways to the towns they run 
through.
As part of the analysis phase, towns’ level and methodologies of preservation 
will be evaluated. Community characteristics by which to evaluate the level of 
preservation for each case study town were developed based on two documents 
produced to help preservationists and citizens evaluate preservation work in their 
community. Wisconsin Historical Society’s “How to Evaluate Your Community’s 
Historic Preservation Values” was created by the SHPO as a public resource 
document and provides 10 criteria by which to evaluate your community.3  
1. General appreciation for history 
2. Local economy 
3. Local government leadership 
4. Economic incentives 
5. Press coverage 
6. Nonprofit network 
7. Openness to new ideas 
3  “How to Evaluate Your Community’s Historic Preservation Values.” Wisconsin Historical Society. https://
www.wisconsinhistory.org/Records/Article/CS3696.
Graphic from The Freeway in the City (1968). 
8. Appeal of your historic resources 
9. Neighborhood support 
10. Your preservation group 
The other resource that served as a model for evaluating level of preservation 
was an assessment of Fort Collins’ Historic Preservation Program by the 
research company Winter & Company. The 2010 report outlines the benefits, 
issues, and scope for preservation programs and also provides a list of 
characteristics of effective preservation programs.4 While this report looked 
specifically at a municipality’s preservation efforts, the evaluation scheme and 
components helped to inform and bolster material from the Wisconsin SHPO 
characteristics in order to create more complete evaluation standards for this 
thesis project. 
Research Limitations 
Grounded Theory (GT) is a time consuming process because it requires the 
researcher to constantly reevaluate findings and themes. Further, as a result of 
the procedure being subjective in nature, this methodological approach can be 
difficult to generalize for subsequent research. Another limitation of GT is that 
researcher bias has the potential to have a greater impact on the findings since it 
can lead to purposeful sampling of sources as opposed to theoretical sampling. 
An important way to counteract these limitations is to regularly evaluate the 
research process and record how procedures and research avenues have 
changed based on findings. For a thesis process, the best way to counteract 
research bias affecting sampling of sources is to engage in dialogue with 
advisors, researchers, and colleagues on a regular basis. 
Content Analysis is becoming increasingly popular for a variety of fields wishing 
to investigate difficult-to-study issues through qualitative and quantitative 
methods. However, the approach is hinged on a strict organizational system 
that requires developing proxy dictionaries and coding schemes. Content 
Analysis also requires material from various types of sources, which may have 
varying levels of validity and reliability. This type of research analysis must be 
done manually versus by a computer system.5 The best way to deal with these 
4  Winter & Company. “City of Fort Collins: Historic Preservation Program Assessment.” Fort Collins: City of 
Fort Collins, 2010. https://www.fcgov.com/historicpreservation/pdf/hppa.pdf.
5  “Research & Methodology: Content Analysis as a Research Technique.” University of Georgia, Terry 
College of Business. 2012. https://www.terry.uga.edu/management/contentanalysis/research/.
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limitations is to keep a log of primary and secondary sources, as well as a sorting 
system for different types of information (for example, planning documents, 
resident accounts, photographs) with definitions. The validity and reliability of 
resources can be evaluated by comparing the content from multiple sources and 
having more than one source supporting a central point. 
Documentary Analysis and Critical Visual Analysis can be hindered by lack of 
access to pertinent documentation and visual material, or conversely because 
of oversaturation of available resources. Important documentation and visual 
material for this thesis includes historic maps, photographs, planning reports 
and plans, newspaper articles, transportation plans, traffic and roadway studies, 
preservation ordinances, and even marketing and branding material. An 
additional challenge in this instance is that the area of study is geographically 
distant. This requires more planning and communication surrounding visits to 
centers of research. Online archives, catalogs, and databases help determine 
what is available and where additional resources are located. Conversely, if 
the documentation is too rich and varied, the researcher must be selective in 
only pursuing and analyzing material expressly pertinent to this thesis topic and 
central thesis question. 
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Determining Case Studies 
This thesis investigates three towns of similar size in three different but proximate 
counties along U.S. Route 1. More specifically, this thesis explores what patterns 
of planning and preservation developed in these towns in reaction to the mapping 
of and changes (or lack of changes) to the highway. The case study towns were 
chosen because they are the county seats of their respective counties, relatively 
similar in population size, and within 100 miles of each other along the highway. 
Moving north along Route 1, the towns are Bath in Sagadahoc County, Belfast 
in Waldo County, and Ellsworth in Hancock County. These three towns offer 
contrasting lenses through which to view the central thesis inquiry of determining 
patterns of planning and preservation. 
In Bath, Route 1 slices through downtown and is elevated above the city on a 
viaduct. Main Street (in this case Front Street) is perpendicular to, but completely 
separate from Route 1. The street grid is disconnected from the highway aside 
from two access ramps. Bath is the county seat of Sagadahoc County and the 
population was 8,317 in 2017. In Belfast, Route 1 bypasses downtown entirely 
and Main Street is perpendicular to the waterfront. Belfast is the county seat of 
Waldo County and had a population of 6,752 in 2017. In Ellsworth, Main Street 
is Route 1, which goes through the central axis of town before diverting towards 
state Route 3 and the split to Acadia National Park. Ellsworth is the county seat 
of Hancock County and had a population of 7,973 in 2017.




Case Study 1: Bath 
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Visual Orientation 




































Bath: Key Dates 
First settlement
Bath incorporates as a town 
Maine becomes a state with Bath-native William King as Governor 
Bath incorporates as a city, population reaches 5,000
19 major ship building firms
Front Street Fire 
Portland and Kennebec Railroad expansion into the city 
Front Street Fire 
Front Street Fires 
Daytime population reaches 20,000 during WWI 
Kennebec River Bridge Company is incorporated 
King Tavern (William King’s house) destroyed for construction of new bridge 
Carlton Bridge opens 
Construction of the Davenport Memorial City Hall at Front and Centre Streets 
Population drops to 9,000
Front Street Fire (again) 
Route 1 expanded in town - becomes known as State Road 
Route 1 / State Road expanded again - becomes known as Leeman Highway 
Leeman Highway viaduct built; Water Street cleared for parking lots 
Plan for Downtown Bath by Planning Board 
Urban renewal plan proposed 
Sagadahoc Preservation Inc. (SPI) incorporated 
Bath Historic District listed in the National Register of Historic Places 
First feasibility study for new bridge across Kennebec River 
Bath Historical Society (BHS) founded 
Bath Business Association (BBA) founded 
New bridge planning begins - first Design-Build project in Maine 
Sagadahoc Bridge opens 
Bath becomes a Main Street Community - Main Street Bath, BBA dissolves 
Trufant Historic District (south of bridge) listed in the NRHP 
Bath listed as a Distinctive Destination by the National Trust 
City restores the 1941 railroad station, converting it into a visitors center 
American Planning Association names Front Street 1 of 10 Great Streets 
Main Street Bath receives the Great American Main Street Award 
Bath named #9 of 10 Best Main Streets by USA Today 
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Front Street at Lambard Street, N
1892
2019
In Bath, Main Street is 
called Front Street. It runs 
parallel to the Kennebec 
River. In this view looking 
North, the photographer 
is standing at Lambard 
Street looking towards the 
intersection of Front and 
Centre Streets. This is the 
main nexus of downtown. 
By comparing these two 
photographs, you can 
see that many of the 
rowhouses that once 
dominated Front Street 
to the North of Centre 
Street are gone and 
have been replaced 
with commercial blocks. 
This was due to a series 
of fires in the 1890s. 
The southern side of 
this intersection has 
developed from two-
story frame construction 
to three-story rowhouse 
construction. The two 
buildings facing each 
other in the bottom 
photograph were likely 
built at the same time 
given the near-identical 
Italianate ornamentation.
Front Street at Centre Street, N
1903
2019
Moving further north 
along Front Street, the 
noticeable changes 
between the early 20th 
and 21st centuries are 
changes in transportation 
and the streetwall on the 
east side of Front Street. 
Streetcars used to run 
downtown, but service 
was discontinued in 1937 
and the tracks were dug 
up soon after. 
The commercial block 
on the left with the arch 
window was designed 
by John Calvin Stevens, 
a prolific architect from 
Portland, after the 
Sagadahoc House was 
destroyed in one of the 
many fires to devastate 
Front Street. This was 
called Sagadahoc Block 
or Thompson Block after 
a clothing store that used 
to occupy the space. 
Fire also destroyed the 
continuous streetwall on 
the opposite side.  
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In the mid-1970s Sagadahoc 
Preservation Inc., the Maine 
Maritime Museum, the Bath 
Chamber of Commerce, and 
the City of Bath worked on a 
collaborative downtown restoration 
and revitalization project. This joint 
effort resulted in brick sidewalks 
with granite curbs, period street 
lighting, underground wiring, trees 
and other plantings, benches, and 
restored storefronts. 
In this view looking west down 
Centre Street from Front Street, 
the most noticeable change are the 
powerlines, which dominated the 
streetscape. The powerlines are 
missing from the 1910-era postcard 
but this likely because it is an artist’s 
representation of the street and not 
true to reality. The brick sidewalks 
and period street lighting is also 
notable. 
All three photographs / postcards 
have a different paving material on 
the street: dirt, brick, then asphalt. 
The transportation shifts are also 
evident: horse-drawn carriage, 
streetcar, automobiles.  
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Shortly before World War I, Sears 
Roebuck came to Bath and built a 
store at the intersection of Centre 
and Water Streets. Although the 
store left the city in the 1960s, the 
original building still stands at the 
corner. 
Consistent from 1941 to 2019, is 
parallel parking along Centre Street 
and most of the brick structures 
lining the street. 
The experience of driving into 
downtown towards City Hall has 
remained the same and is a 
distinctive feature of Bath. This is 
the most common route into town 
because of the northbound traffic 
pattern off of Route 1 at High Street, 
which then directs cars onto Centre 
Street. 
Sagadahoc / Thompson Block, Front Street, W
c. 1900
2019
Sagadahoc Block was 
constructed in 1894, 
shortly after a fire 
destroyed Sagadahoc 
House, a hotel. This 
block is also sometimes 
called Thompson Block, 
after a clothing store 
that used to occupy the 
building. The structure 
was designed by John 
Calvin Stevens to house 
office space above with 
storefronts on street 
level. The block is largely 
in the same condition it 
was after its completion, 
aside from the cloth 
awnings. 
Noticeable takeaways 
from this comparison 
are factors influencing 





Front Street at Centre Street, SW
1956
2019
Both of these attached 
brick buildings were 
designed by Francis 
Fassett in 1878. The 
eastern building, on the 
corner, was the First 
National Bank in the 
1950s, but is now a local 
cafe. 
The most noticeable 
change in the structures 
since the 1950s are the 
windows that have been 
filled in on the first floor. 
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Merchants Row, 
Front Street, S 
c. 1880
2019
Merchants Row, the oldest portion 
of downtown Bath, is shown in the 
foreground of all three photographs. 
These buildings were constructed 
between 1830 and 1840, and have 
survived all the fires downtown. 
However, the four-chimney and 
four-story building at the corner of 
Front and Centre Streets was not 
so lucky. This was the Sagadahoc 
House, which burned in 1894. 
The church visible in the c. 1855 
hand-colored photograph was 
deconstructed for a commercial 
block in the 1860s.  
The Greek Revival structure in 
front of the church was the first 
brick building in town and was built 
by William King in 1810. It was 




Merchant’s Row is a series of 
brick commercial buildings built 
after the 1837 fire. These buildings 
are arranged with storefronts on 
street level with housing or offices 
above. Most evident in the 2019 
photograph, Merchant’s Row follows 
a curve in Front Street and is today 
the only one way street in downtown 
Bath. 
The four-story building in the c. 
1910 building is called the Elliott 
Block and is still standing today. 
Merchants Row, 
Front Street, W 
c. 1910c. 1855
Customs House, Front Street, S
c. 1910
2019
After the death of William 
King, resident of Bath 
and first governor of 
Maine, his house was 
moved from Front Street 
to Vine Street to make 
way for a new Customs 
House. The new building 
was completed in 1858. 
King’s House became 
a hotel and was later 
demolished to make way 
for the Carlton Bridge in 
1926. 
In the bottom 
photograph, you can 
easliy see where the 
old and then new bridge 
sliced through Vine 
Street. There is now a 
southbound exit ramp 
that allows for drivers 
to exit right onto Front 
Street. 
Carlton Bridge, Kennebec River, E
c. 1940
2000
Both the 1927 Carlton 
Bridge and the 2000 
Sagadahoc Bridge were 
innovative in their own 
ways. 
The Carlton Bridge, 
which extends 330 feet 
across the Kennebec 
River, was finished in 
1927. It is a vertical lift 
bridge with a 2-lane 
automobile roadway on 
top and railroad tracks 
on  the lower level. It was 
the first Route 1 crossing 
over the Kennebec River. 
Before this, automobile 
traffic relied on ferries. 
The Sagadahoc 
Bridge replaced the 
Carlton Bridge in 2000. 
MaineDOT decided 
to keep the old bridge 
in place to allow for 
occasional rail traffic. The 
new bridge is a 4-lane 
concrete segmental box 
girder bridge. 
The city-owned land  
north of the bridges 
was and still is used for 
parking. 
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Photographs of Perth Collection items at the Patten Free Library, Bath: 
 Front Street at Lambard Street, N, 1892 - page 50
 Centre Street at Front Street, W, c. 1890 - page 52
 Centre Street at Water Street, E., 1941 - page 53
 Sagadahoc / Thompson Block, Front Street, W, c. 1900 - page 54
 Front Street at Centre Street, SW., 1956 - page 55
 Merchants Row, Front Street, S, c. 1855 - page 56
 Merchants Row, Front Street, S, c. 1880 - page 56
 Customs House, Front Street, S, c. 1910 - page 59
 Centre Street at Front Street, W, c. 1940 - page 52
Photographs and postcards from Maine Memory Network: 
Maine Maritime Museum 
 Merchants Row, Front Street, W, c. 1950 - page 57
 Centre Street at Front Street, E, 1927- page 60
Seashore Trolley Museum 
 Front Street at Centre Street, N, 1903 - page 51
 Centre Street at Front Street, W, c. 1910 - page 52
Patten Free Library 
 Centre Street at Water Street, E, c. 1950 - page 53
 Merchants Row, Front Street, S, 1910 - page 57
Boston Public Library Tichnor Brothers Collection: 
 Carlton Bridge, Kennebec River, E, c. 1940 - page 58
 








The intersection of Centre and Front 
Streets is the epicenter of downtown 
Bath, which is why the location 
lends itself to be the center of city 
government. The frame building in 
the 1927 photograph is the site of 
the new city hall. The front gable 
building and its southern neighbors 
dated to the early 19th century and 
belonged to George P. Davenport. 
When he died in December of 1926, 
Davenport left his land on Front 
Street and a sum of money to the 
City of Bath. He stipulated that if a 
City Hall was built at the location 
it must be named in honor of his 
father. 
The Bath Davenport Memorial City 
Hall was dedicated on May 29, 
1929. The recognizable building 
was designed by Charles Loring 
in the Classical-Revival style and 
houses a Paul Revere Bell in the 
belfry. 
The frame buildings that were 
demolished in 1927 for the new 
building displaced a coal shop, cafe, 
fruit store, and clothing store. The 
new City Hall replaced the 1837 City 
Hall on Centre and Water Streets. 
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History & Urban Development 
The City of Bath is located on the western side of a 900 meter-wide navigable, 
straight 5-mile stretch of the Kennebec River. From the beginning, the city 
had close ties to the river and has been a center for shipbuilding since the 
17th century; therefore, the city is aptly nicknamed the City of Ships. Colonial 
exploration and settlement of the Kennebec River began in 1607, and Bath was 
incorporated as a town in 1781. In these early years, the center of business was 
in the southern end of Bath—the shipbuilding district. The modern downtown 
began to form in the early 19th century, when lots were divided north of the 
shipbuilding sector. This area of the peninsula had higher land, which is still 
evident in modern-day Bath.1  
The first half of the 19th century not only saw the expansion of downtown, but 
also the expansion of the shipbuilding trade. An increasing number of ships 
were built in Bath for trade with the West Indies, France, and Great Britain. This 
brought new residents to the city, including William King, who built the first brick 
structure in the city—the Bath Bank Building. King was a representative in the 
Massachusetts legislature, a supporter of Maine statehood, and the first governor 
of Maine in 1820. Around this time the city experienced a remarkable period of 
growth. Bath incorporated as the third city in Maine in 1847, and the population 
1  Peter Goodwin and Robin A.S. Haynes. “Bath’s Historic Downtown: History Overview.” Project of Maine 
Historical Society in partnership with the Maine Memory Network. http://bath.mainememory.net/page/938/
display.html. Accessed February 21, 2019.
Map Courtesy of Maps of USA
swelled to more than 5,000. By 1854, the city had at least 19 major firms building 
ships.2 At some point in the early 19th century, William King constructed a toll 
road to connect Brunswick to Bath. This was called King’s Highway and is the 
precursor to what became Route 1.3 
As with many 19th century cities, Bath experienced multiple fires. However, the 
destruction did not hinder Bath’s growth. An 1837 blaze destroyed much of Front 
Street (Bath’s Main Street) and therefore most of the city’s commercial buildings; 
however, the extension of the Portland and Kennebec Railroad into the city in 
1849 encouraged growth and prosperity and Front Street quickly recovered. This 
new railroad was mapped to the northern edge of the city and then made a sharp 
southward turn to run the length of the city between Middle and Washington 
Streets. The rail line then turned sharply at Centre and Washington Streets to 
meet the waterfront just south of Vine Street. To continue the railroad’s path, a 
ferry system was devised to carry goods and later passengers across the river to 
Woolwich and beyond.4 This rail line still runs through the city today, although it 
no longer carries passengers.
2  Goodwin and Haynes. “Bath’s Historic Downtown.” 
3  “City of Bath, Maine: Comprehensive, Action Plan.” Planning Board. June 3, 2009. http://www.cityofbath.
com/comprehensiveplan/. Chapter 3, 22. .
4  Goodwin and Haynes. “Bath’s Historic Downtown.” 
1878 birds eye map of Bath. Map courtesy of Barry Lawrence Ruderman, Antique Maps Inc. 
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Nearly six decades after the first major fire, a series of fires in the 1890s 
drastically changed Front Street, especially on the western side. The first of these 
fires was in 1893, and destroyed two major buildings between Elm and Summer 
Streets. Just one year later, another fire started on Front Street at a major hotel 
and spread to both sides of Centre Street, nearly as far west as Water Street. 
The replacement buildings, many designed by Francis Fassett,5 comprise most 
of the epicenter of downtown today. Later that same year, other fires sprang up, 
this time hitting Bath Iron Works south of downtown and an isolated area of Front 
Street. A sixth fire in the late 1890s destroyed most of the neighborhood on the 
west side of Water Street, near the Bath Iron Works south of downtown.6 
As devastating and relentless as they were, this long series of fires did not seem 
to hinder the town’s population growth. By 1900, Bath was home to more than 
10,000 people. Route 1 was mapped through town in 1922, under the New 
England Road Marking System and became U.S. Route 1 in 1926. The route 
5  Fassett [1823-1908] was a prolific native Bath architect. He built more than 400 buildings around Maine.
6  Goodwin and Haynes. “Bath’s Historic Downtown.” 
Estimated fire boundaries based on known buildings destroyed. 
went through town and ended at the Kennebec River on Vine Street. Ferries 
took passengers across. Although the population fluctuated for the next decade, 
it soared during World War I due to increased shipbuilding activities. During 
this time, downtown was sandwiched between the historic shipbuilding yards 
in the south and a new yard in the north, the Texas Steamship Company. This 
shipbuilding operation was the largest in the city, bringing in as many as 3,000 
workers per day. Coupled with the workforce at the Bath Iron Works in the south, 
Bath’s daytime population could reach 20,000. The resident population was 
around 14,000 immediately after the war but this had decreased to 9,000 by 
1930, since Bath Iron Works was not as active.7
The influx of workers to the city during World War I put a huge strain not only on 
the infrastructure of downtown but also on the ferries. After the war, discussions 
of a bridge began. A 1919 newspaper article cited heavy automobile traffic and 
delayed trains as continued problems after the war’s end, even though there 
were less commuters. The article reports that the State Highway Commission (in 
control of the ferries) was considering a “modern steel bridge to accommodate 
both trains and vehicular traffic.”8 This was before Route 1 was officially 
designated as part of the New England Road Marking System in 1922, but the 
city already struggled with increasing automobile traffic. A new bridge would 
not only serve to help Bath, but also the other coastal communities along the 
railroad, which ran from Portland to Rockland at this time. A bridge was predicted 
to cut the travel time by one hour. In 1919, former U.S. Senator Obadiah 
Gardiner stated: 
7  Goodwin and Haynes. “Bath’s Historic Downtown.”
8  “Talk of Bridge Across Kennebec is Heard Again.” Newspaper article, unknown publisher. Sept 17, 1919. 
Bath Iron Works in 1931. Courtesy of the Patten Free Library through Maine Memory Network. 
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There was never a more opportune time...with the aid of federal legislation, than 
the present, the medium being the Townsend bill which provides for government 
aid in the construction of highways. The bridging of the Kennebec at Bath means 
much to Rockland and will greatly benefit all the places along the line from Bath 
to Rockland. It would mean better train service and would also greatly increase 
the summer travel to this section by both automobile and train.9
In January of 1921, The Kennebec River Bridge Company was incorporated to 
build, maintain, and operate an iron, steel, or concrete bridge. The proposed 
bridge was proposed to comply with standards of the Public Utilities Commission 
and the War Department, and the middle section would rise and fall with passing 
ships. It was estimated that the bridge would save the state nearly half a million 
dollars in operating costs and would allow the crossing of 40,000 automobiles, 
22,000 freight trains, 10,000 passenger trains, and more than 170,000 people 
annually.10
Interestingly, the Kennebec River Bridge Company was incorporated a year 
before Route 1 was born. The founding of this company and the planned bridge 
coupled with Bath’s prominence as a center of shipbuilding and trade likely 
ensured that Bath was put in the path of both the New England (1922) and 
national route (1926). 
9  “Talk of Bridge Across Kennebec is Heard Again.” Newspaper article, unknown publisher. Sept 17, 1919. 
10  “New Kennebec Bridge Company asks authority from state legislature.” Unknown publisher. January 27, 
1921.
The new bridge was funded by state funds financed through a $3 million bond. 
The Kennebec River Bill had actually been introduced by a senator from 
Woolwich, not Bath.11 The new bridge, named the Carlton Bridge after the 
senator, was completed in 1927, and opened as a toll bridge.12 The approach to 
the bridge required widening the existing highway, which largely ran along city 
streets. The street closest to the waterfront and the new bridge, Vine Street, was 
dominated by wood-construction buildings at this time, which included the King 
Tavern—historic home of the first Governor of Maine William King. The house 
had been where the Federal Building is now on Front Street but it was moved 
to Vine Street in 1852. The house became a tavern and hotel and operated until 
1926, when it was demolished to make way for the Vine Street approach to the 
new Carlton Bridge. Significantly, the loss of this historic structure—important not 
only to Bath but to the State of Maine—was not considered when in conflict with 
highway construction.13
The Carlton Bridge was the second of only three vertical-lift bridges built by 
MaineDOT between 1920 and 1940. Given the engineering capabilities of the 
time, its construction was something of a marvel. The caisson foundation and 
pier supports were sunk to record depths of nearly 120 feet below the mean tide 
11  “Remember When?” The Times Record, March 2, 2018. Excerpt from Bath Historical Society Newsletter 
#30, Times of Bath, October 1992, June 1994. Accessed March 3, 2019. https://www.timesrecord.com/
articles/local/remember-when-2/.
12  The crossing later became free in 1941.
13  “King Tavern and Customs House, Bath, ca. 1910.” Maine Memory Network. https://www.mainememory.
net/artifact/10502.
1922 Crowley & Lunt Map of Bath, Courtesy of Digital Commonwealth. 
The King Tavern at the intersection of Front and Vine Streets. c. 1910. Courtesy of East Coast Antiquities.
line. Construction workers worked in 50 pounds of air pressure to construct the 
caissons. The double-decker bridge was designed to accommodate a rail line on 
the lower level and automobile traffic on the top.14
The opening of the Carlton Bridge, along with increased volumes of automobile 
traffic, changed the face of Bath’s downtown. One of the more immediate effects 
was the influx of gas stations along the recently-bulldozed Vine Street in 1927. In 
1937, Route 1, which had run along the city streets up until then, was replanned. 
This newly laid section ran from Brunswick to Bath and entered Bath on 
Washington Street. This route was called State Road and led to the city’s first 
traffic light at Washington and Centre Streets in 1938, and the 1946 construction 
of Leeman Highway15—an expansion of State Road cut through the High Street 
granite ridge to connect traffic directly to the Carlton Bridge.16 An unintended 
result of this construction was the physical and visual separation of the downtown 
core from the shipbuilding district and railroad station. The 2009 comprehensive 
plan sites this highway construction as a reliever of congestion, but also the 
14  Glenn A. Knoblock. Historic Iron and Steel Bridges in Maine, New Hampshire, and Vermont. McFarland, 
2012. ebook accessed through Google Books.
15  State Road and Leeman Highway are Route 1.
16  Peter Goodwin and Robin A. S. Haynes. “History of Bath Maine.” Main Street Bath. https://visitbath.com/
about-bath-maine/history/.68 69
Carlton Bridge under construction in 1927, the opening ceremony on November 15, 1927, and a landscape 
view of the bridge in 1928.  Top images courtesy of the Patten Free Library, bottom image courtesy of Maine 
Historical Society through Maine Memory Network.
beginning of the trend of “encouraging traffic to move quickly through Bath, 
without stopping to engage the city.”17 This separation was heightened, literally 
and figuratively, a few decade later.
Before this construction project, however, another fire hit Front Street in 1937, 
destroying a number of row buildings. This lead to the city’s first self-serve 
grocery store between Elm and Summer Streets. WWII brought an influx of 
economic capital into the city as the shipbuilding industry grew to meet the 
demands for supplies and ships. After the War, in 1957, buildings on Water Street 
between Centre and Elm Streets were razed and turned into a metered parking 
district. In an effort to relieve congestion on the city streets, MaineDOT and the 
city constructed an overpass or viaduct through town and a widened approach to 
the Carlton Bridge. The decision to raise the highway on a viaduct was partly due 
to the location of the railroad tracks, which would have been difficult and costly 
to relocate. This construction project once again destroyed the identity of Vine 
Street, although this time gas stations instead of wooden buildings were razed.18  
During the late 1950s and 1960s, there were numerous urban renewal proposals 
and Bath had to decide what its identity and goals were. Increasing automobile 
traffic was crossing the Carlton Bridge every day as rail line service started 
17  “City of Bath, Maine: Comprehensive, Action Plan.” Chapter 3, pg 25.
18  Goodwin and Haynes. “History of Bath Maine.” 
Route 1 viaduct construction in 1957. Photos from the Pert Collection at the Patten Free Library. 
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to dwindle. Passenger service ended and the Maine Central Railroad Station 
officially closed in 1959.19 This resulted in decreasing revenues in the city. 
Public infrastructure and amenities were greatly improved in the following 
decades. The water system was upgraded in 1970, and then again in the 1980s 
and 1990s. Since much of the downtown had been tidal flats, flooding was a 
constant issue with any heavy rainfall. A new city park was created in 1974, 
along the Kennebec River, which created a visual connection between the 
downtown and the river that hadn’t been there since the 18th century. The city 
also experimented with one way streets in 1974, but this was largely abandoned 
due to resident complaints. The traffic pattern devised in the 1980s is largely the 
same today with minor changes after the construction of a new bridge in 2000.20 
Many local and Maine-based businesses closed their doors and relocated to 
Portland in the 1970s. In order to maintain its economic vitality, the city allowed 
the construction of a Shaw’s Supermarket along Route 1 just south of the city. 
Thus began a fast-food and commercial shopping strip, irrevocably altering the 
southern approach to Bath.21 The Bath Business Association was formed in the 
early 1990s to help downtown businesses cope with aging infrastructure and 
competition with big box stores. 
Although the viaduct was already in place, another major project affecting 
downtown Bath was the construction of the Sagadahoc Bridge in 2000, replacing 
the Carlton Bridge. The four-lane $47 million dollar bridge was elevated above 
the river to negate the need to stop car traffic every time a ship goes up or 
down the river. Talk of building another bridge began in the 1970s and the first 
feasibility study was conducted in 1981. However, planning didn’t begin in 
earnest until 1994. The project is important to Maine planning history as it is the 
first design-build project that MaineDOT undertook-—as opposed to the design, 
bid, and build approach.22 The decision to do a design-build project was to 
ensure that MaineDOT could use $37 million in federal money. The new bridge 
was placed in line with the existing curve of the approach to the Carlton Bridge 
so as to make a straight line through the city. The bridges are now parallel across 
the river, creating twin bridges. Unlike the Carlton Bridge, which was ahead of 
its time, the technology behind the Sagadahoc Bridge was not revolutionary. 
19  Goodwin and Haynes. “History of Bath Maine.” 
20  “City of Bath, Maine: Comprehensive, Action Plan.” Chapter 3, pg 29-30.
21  “City of Bath, Maine: Comprehensive, Action Plan.” Chapter 3, pg 31-33. 
22  “City of Bath: Sesquicentennial Celebration - Facing the Future.” The Times Record, November 6, 1997.
However, the span of the bridge is one of the longest in North America for a 
bridge of this type—concrete cantilever trapezoidal-shaped segments reinforced 
with cables of steel, tungsten, and other metals.23 
23  “Sagadahoc Bridge: Spanning the New Millennium.” The Times Record, August 25, 2000.
The Sagadahoc Bridge under construction in May 1999. Photo by Terry Taylor for The Times Record. 
Top to bottom: Carlton Bridge shortly after completion in 1930, the bridge after the completion of the viaduct 
in 1957, and the bridge and Sagadahoc Bridge in 2016. Historic images courtesy of the Patten Free Library. 
Recent photo taken from drone footage by Axiom Images. 
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These maps show only the downtown core and the streets immediately adjacent to the highway. I have chosen to define 
the downtown core as east of Washington Street and south of Oak Street to Route 1. By limiting the buildings shown, 
this allows the reader to better see changing patterns in this focus area. 
Immediate observations are that the Bath of today has far fewer structures downtown than historic 
Bath. This is likely due to earlier structures being constructed out of wood and the City’s parking 
campaign in 1957, which cleared both sides of Water Street to create a metered parking district. 
The severing of Vine Street and the destruction of its character is also evident. This went hand in 
Longitudinal Analysis 
hand with the demolition of King Tavern. The constant across all four of these maps is the cluster 
of commercial buildings along the western side of Front Street and the northern side of Centre 
Street. This was and still is the central nexus of Bath, despite all of the infrastructure and built 




Heading northbound along Route 1, drivers must decide if they want to exit the highway for 
downtown at the High Street bridge (above). From this vantage point, drivers have no line of 
sight to downtown and no inclination of how far away downtown is. If a driver decides to exit 
onto Commercial Street, their first impression of Bath is of the viaduct as it stretches to the 
waterfront (below). Since the viaduct separates exiting cars from downtown, drivers may simply 
drive 2,000 feet on Commercial Street and merge right back on Route 1, never having seen 
downtown. From Commercial Street, drivers can turn north / left underneath the viaduct to access 
downtown at Middle Street, Washington Street, or at the merge of Commercial and Vine Streets. 
Commercial and Washington is the dominant intersection. The City has made efforts to make 
these intersections more pedestrian-friendly to encourage more connectivity north and south of 
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the viaduct. These efforts include paved pedestrian paths and plantings beneath the viaduct. 
However, the intersections, especially at Washington Street (above), are still dominated by 
pavement and the sheer number of merging and dividing lanes makes it hard for a pedestrian to 
know when it is even safe to cross. 
Heading southbound across the Sagadahoc Bridge (below), drivers have a more direct sightline to 
downtown than northbound traffic. However, the riverfront has not been fully taken advantage of to 
create a welcoming and vibrant place to stop. Between the Custom House and Kennebec River, a 
parking lot and warehouse buildings dot the landscape. This is likely because this area used to be 
covered in railroad tracks and was part of the freight shipping industry. 
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Planning & Preservation Development  
The Planning Board in Bath was created by the City Council in 1955, in order 
to devise a way to reconfigure the city and form a new development plan.24 
Their vision was released to the public as the “1959 Bath Downtown Plan.” This 
plan was a direct response to the “sharp decline in retail trading” in the city and 
partially attributes the decline in revenue to the “shabby Downtown appearance,” 
calling for the “rebuilding” of downtown.25 The Planning Board also explicitly 
mentions the highway as an underutilized revenue source.
The location of Bath on the major Downeast and Maritime Province Highway 
Route guarantees an increasing number of tourists past the Downtown doorstep. 
If Bath will clean up the approach and gradually add features such as the 
proposed waterfront complex of museum, restaurant, marina, and hotels, the 
Planners believe a further $2,000,000 tourist dollars can flow into Downtown 
each year.26 
The scheme involved removing waterfront industrial buildings and creating a 
gateway to the city in the triangular area formed by the highway, Vine Street, 
Water Street, and Washington Street. This concept is reminiscent of gateways 
marking Chinatowns within urban landscapes. 
Further inspection of the plan reveals new urbanism27 tendencies but applied to 
an existing historic downtown. For example, the plan proposes the creation of a 
contemporary shopping center with the “appearance of tradition and age mixed 
with color, brightness and new forms.”28 Based on the map, the west side of Front 
Street and the section from Centre Street to the highway on the eastern side 
would be kept, but the street itself would be turned into a pedestrian zone. The 
street grid of Front Street would be re-patterned to create a ring road that feeds 
24  “City of Bath, Maine: Comprehensive, Action Plan.” Chapter 3, pg 26.
25  Atwood, Blackwell, & Young.  “1959 Bath Downtown Plan.” Bath Planning Board and Maine Department 
of Economic Development.
26  Ibid. 
27  A design movement focused on creating new communities based on human-scale and traditional 
neighborhood components.
28  Atwood, Blackwell, & Young.  “1959 Bath Downtown Plan.” Bath Planning Board and Maine Department 
off of and onto the highway. Much of the historic built fabric would be demolished 
and in its place modern buildings would be built to serve as offices, housing, and 
new public institutions.29
The values influencing this proposed town plan are interesting and complex. The 
focus on the importance of the highway as a feeder for tourists is an obvious 
driver to create the ring road with easy on and off accessibility. The Planning 
Board seems to both value and dismiss the existing historic scale, buildings, 
and street pattern. The western side of Front Street is respected as the typical 
Main Street design but it is pedestrianized and cut off from the street grid, which 
is completely undervalued and reshaped to create the ring road. The historicity 
of Bath in this plan is not important; rather, the appearance of tradition and 
timelessness. If this 1959 plan had been pursued, the city’s historic fabric would 
have been effectively disneyfied30 to become simply a nice backdrop for strip 
malls and tourist-draws meant to pull passersby off the highway. In this instance, 
the planning methodologies were in direct opposition to preservation, which was 
not yet a formalized movement in the city. Thankfully, Bath residents voted to 
dismiss the plan in 1965. “They did not want this definition of downtown Bath as 
a renovated shopping mall.”31 
A year later an urban renewal proposal was created for the Bath Urban Renewal 
Authority in partnership with the Boston planning firm Atwood, Blackwell, & 
Young. The marketing for the 1960 plan advertised Bath as “An Industrial 
of Economic Development.
29  “City of Bath, Maine: Comprehensive, Action Plan.” Chapter 3, pg 27.
30  According to Merriam Webster, disneyfication is the transformation (as of something real or unsettling) 
into carefully controlled and safe environment or an environment with similar qualities. The example used is 
the disneyfication of a downtown.
31  “City of Bath, Maine: Comprehensive, Action Plan.” Chapter 3, pg 27.
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City and Gateway to the Famed ‘Downeast’ Coast of Maine.”32 The two most 
important facts about Bath in the pamphlet are that the city is located three hours 
from Boston and located on Route 1, which it calls the “Coastal Highway.” The 
urban renewal project area is 60.7 acres encompassing all of the downtown 
core and is divided into three clearance areas. The plan proposed keeping some 
of the historic buildings along Front and Washington Streets, redeveloping the 
southern side of Centre Street, and turning most of Water Street into free parking. 
The plan notably identifies Merchant’s Row (half of Front Street) and much of the 
waterfront as clearable. 
Unlike in the 1959 Planning Board plan, this scheme does not recommend a 
change in street pattern or major changes to access to Route 1. This project 
does not value the historic fabric of the city even as a backdrop to new 
development. About a third of the downtown was identified as clearable. The plan 
claims that the central business district is blighted and substandard, filled with 
obsolete buildings, mixed uses, inadequate housing and an obsolete pattern of 
land-use have inhibited proper development....This project is vitally necessary for 
the proper development of the community.33 
No evidence is given to support the claims that the downtown core is blighted. 
The city decided to reject the urban renewal proposal in 1960, which caused 
a number of businesses to leave town but preserved much of downtown’s 
architectural integrity. Other legacy businesses continued to leave town until the 
1970s. During this transition, another industry was born in Bath: preservation. 
32  “Investment Opportunities in Bath Maine.” Bath Renewal Authority, likely 1960.
33  “Survey and Planning Application Downtown Bath Urban Renewal Project.” The Bath Urban Renewal 
Authority, July 7, 1960.
1960 Urban Renewal Project area with lots divided into conservable, rehabitable, and clearable. Courtesy of 
the Patten Free Library. 
The preservation movement did not have an official presence in Bath until 1971, 
with the founding of Sagadahoc Preservation Inc. (SPI), which was created to 
save the Winter Street Church from scheduled demolition. This story of reactive 
The Historic Overlay Zone also utilizes Downtown Design Review, which is 
focused on an “underlying concern for the entire central business district’s 
attractiveness.”39 The work of this group was augmented by the Facade 
Improvement Program, funded by a CDBG grant in 2005. 
The City also has a Complete Streets Policy geared heavily towards providing 
alternate forms of transportation. The goal of the policy is to promote 
environmentally friendly transit options, healthy living, compact development, 
and to meet the needs of diverse populations.40 Design standards are based 
on AASHTO policies and standards, Institute of Transportation Engineers 
(ITE) standards, National Association of City Transportation Officials (NACTO) 
39  “Inventory of Historical and Archaeological Resources.” City of Bath. 12. 
40  “City of Bath: Complete Streets Policy.” 2014. https://imageserv11.team-logic.com/
mediaLibrary/2014/20150324_Bath_Complete_Streets_Policy.pdf. 82 83
preservation is not uncommon. Although the Maine Maritime Museum had been 
founded in 1962, this organization’s mission was not to save the built fabric of 
Bath. The museum is dedicated to Maine’s maritime heritage and culture, and 
occupies 20 acres of Bath’s waterfront.34 
Sagadahoc Preservation Inc.’s ongoing mission is to protect Bath’s architectural 
legacy and the non-profit has completed architectural surveys of all buildings 
dating prior to 1920. They also aided and helped support the designation of 
two National Historic Districts in the city: the Bath Historic District (1973), 
which encompasses all of the downtown core and the Trufant Historic District 
(2003), a South End neighborhood on the other side of the shipbuilding sector.35 
Nearly twenty years after the founding of SPI, the Bath Historical Society (BHS) 
was founded in 1989. The non-profit curates the photograph and document 
collections of the City of Bath, which are kept at the Patten Free Library.36 
Bath does have its own local historic district ordinance, which is incorporated 
into the city’s zoning as a historic overlay district (HO). There is one historic 
district, which overlaps with the National Register district called “Bath Historic 
District.” The overlay protects buildings of historic and architectural value and 
the character of the neighborhood. Use, space, and bulk regulations from the 
underlying zones apply. Interestingly the Historic District Approval Authority 
for new construction, additions, removals, or demolition changes depending 
on the type of project. The Historic District Committee is the default approver 
of projects, unless the project is deemed by a committee member to have a 
significant impact on a historic structure, the Historic Overlay District, or if a site 
plan approval is required. In this case, the Planning Board becomes the Historic 
District Approval Authority.37 There is also a smaller Historic District Committee 
comprised of two members of the Planning Board and the City Planner. This 
group streamlines the review process for less significant projects; however, 
neither this advisory group or the Planning Board are required to have specific 
knowledge or familiarity with historic preservation or architectural history.38 
34  “About Maine Maritime Museum.” Maine Maritime Museum. https://www.mainemaritimemuseum.org/
about-maine-maritime-museum/.
35  “Mission.” Sagadahoc Preservation Inc. https://sagadahocpreservation.org/mission/.
36  “About Us.” Bath Historical Society. https://bathhistorical.com/about-us/.
37  “Section 8.12 Historic Overlay District - Article 8: District Regulations.” City of Bath, amended May 24, 
2017. 18.
38  “Inventory of Historical and Archaeological Resources.” City of Bath.2014. https://imageserv11.team-
logic.com/mediaLibrary/2014/5_Historical_and_Archaeological_Inventory_v_three_5_20_08.pdf. 4. 
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standards, as well as national safety and accessibility guidelines. These design 
standards are not included in the policy. 
The underlying zoning for the Historic Overlay District is zoned Downtown 
Commercial (C1) in the downtown core and Mixed Commercial & Residential 
(C2) around Washington Street. The district overlay ends just on the other side 
of the highway at Commercial Street to the south and about 1 mile north of the 
highway at Beacon Street. This northern section is predominantly High Density 
Residential (R1) and Waterfront Activity Residential (R5) along the river.41 The 
Downtown Commercial District is geared towards “retail-, business-, and tourist-
oriented activities” year round.42 There is no height restriction in most of the 
district, except for buildings constructed along the river east of Commercial 
Street. These buildings are restricted to 35 feet. Within the district, sites without a 
viewshed protection plan have a max FAR of 5. This increases to FAR 7 with an 
approved plan. Surprisingly, 100% lot coverage is allowed in the entire district. 
Although the zoning ordinance states that the Downtown Commercial District is 
a year-round center of business, this was not always the case. By the 1990s, 
residents decided something needed to be done to combat the challenges of 
Bath’s small-scale businesses are trying to compete with big-box stores popping 
up further south along Route 1. The Bath Business Association (BBA) was 
formed in the early 1990s to revitalize downtown and promote the small historic 
commercial district. Although not modeled on the National Trust’s Main Street 
Program, many of the group’s efforts and methods were similar. Bath became 
one of the original four Main Street communities in Maine and the BBA dissolved 
after Main Street Bath was formed in 2001.43 
John Bubier, City Manager in 1997, believed that many elements of a healthy 
economy existed in Bath: “a sound business district; successful commercial 
and industrial enterprises; cultural assets, such as the Maine Maritime Museum, 
Chocolate Church Arts Center and expanding Patten Free Library; recreational 
opportunities...and big-draw events, like Bath Heritage Days.”44 However, Bubier 
critiqued the city’s marketing, saying that Bath’s assets weren’t well known, 
especially outside of the state. 
41  “City of Bath Zoning Map with amendments through December 6, 2018.” City of Bath.
42  “Section 8.07 Downtown Commercial District - Article 8: District Regulations.” City of Bath, amended 
May 24, 2017. 12.
43  Goodwin and Haynes. “History of Bath Maine.” 
44  “City of Bath: Sesquicentennial Celebration - Facing the Future.”
This weakness appears to have improved since Bath was recognized by the 
National Trust as a “Dozen Distinctive Destinations” in 2005. The president of 
the Trust at the time, Richard Moe, described Bath as a “jewel hidden in plain 
sight.”45 The Trust went on to state that “it is encouraging to see communities 
such as Bath so committed to the preservation of their historic landmarks, 
the revitalization of their downtown areas, and the protection of their unique 
heritage.”46 In 2007, the City restored a 1941 railroad station located next to 
Route 1 on Commercial Street. The station was reopened as the Bath Regional 
Information Center & Train Station and headquarters for Main Street Bath.47 
In recent years, the City has made a variety 
of efforts to take advantage of the city’s 
historic fabric. The Bath Historic Markers 
Project, a partnership between the City and 
Main Street Bath, placed 29 historic markers 
around the city along major downtown 
streets like Front and Centre Streets and 
at historic sites like City Hall and the Old 
Custom House. The project was supported 
with funding from Preserve America through 
the National Park Service.48 
Main Street Bath is active in the continued revitalization and promotion of Bath. 
The non-profit works closely with the Maine Downtown Center (the arm of the 
Maine Development Foundation that coordinates the state chapter of the Main 
Street Program) to produce promotional and education materials, encourage 
local business development and sustainability, and also holds annual events like 
Bath Heritage Days, Bath ArtWalk & Trolley Tour, and Front Street Feud. These 
events are not just meant to bring in more visitors but also to promote a more 
vibrant and close-knit community. 
The current comprehensive plan for Bath was released in 2009. It includes 
an extensive history of the city as well as city and regional cultural and built-
environment related goals and recommendations. The plan also includes a future 
45  “Bath Maine Named One of America’s Dozen Distinctive Destinations for 2005.” Main Street Bath. 
https://visitbath.com/press/distinctive-destination/.
46  Ibid. 
47  Goodwin and Haynes. “History of Bath Maine.” 
48 “Historic Markers.” City of Bath. http://www.cityofbath.com/historicmarkers/.
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land use plan and Vision of Bath in 2025. The opening statement in this vision for 
the future informs all of the subsequent goals, recommendations, and land use 
projections. The City hopes that: 
Bath has remained a unique place when many other small cities have lost this 
authenticity by succumbing to fast-money development. It thus has preserved 
one of the most important characteristics, which attract the creators of jobs in the 
new economy: quality of place...Now, because of its well-preserved harmonious 
architecture, walkability, and waterfront environment, it is a good city in which to 
live, work, play, and shop and it is a great place to visit.49 
In a somewhat progressive stance for 2009, the vision includes Bath as a zero-
energy city that utilizes clean technologies for powering not only the city itself 
but the larger region as well. The plan also includes a vision for Route 1 and the 
language surrounding this vision is very telling of the City’s opinion of the viaduct 
in the later 2000s. 
The appearance and safety of Route 1 are improved—unlike the time when the 
gateway was an affront to our City’s unique character. Innovative and flexible 
techniques are used to make Route 1 a more attractive entrance to the City...
These changes have altered the character of the roadway itself and the vehicle-
oriented businesses that surround this commercial streetscape.50
The comprehensive plan seems to give equal weight to both planning and 
preservation goals. The historic built fabric of the city is highly prized and 
attributed with the success of the city in the Vision Plan in 2025. Not surprisingly, 
since it is a planning tool, the comprehensive plan has many purely planning 
initiatives like affordable housing, public transit, traffic alleviation, economic 
opportunity, and renewable energy. But the plan is balanced by preservation 
planning goals like preserving archaeological resources and promoting both 
cultural and nongovernmental resources.51 
Most recently, Main Street Bath launched a project promoting the shop local 
movement titled Be Bath, Buy Bath, in effect from February 1 to April 1, 2019. 
The concept is that when customers spend money at four different downtown 
business they get entered into a drawing to win either a $25 or $75 Gift of Bath 
49  “City of Bath, Maine: Comprehensive, Action Plan.” Chapter 2, pg 1.
50  “City of Bath, Maine: Comprehensive, Action Plan.” Chapter 2, pg 3. 
51  “City of Bath, Maine: Comprehensive, Action Plan.” Chapter 4.” 
certificate redeemable at any downtown store. This weekly drawing has over 
fifty participating downtown businesses and is meant to stimulate local spending 
through the winter months.52 Main Street Bath also showcases two local business 
on their website each month in what they term “Double Feature.” The program 
includes interviews with the owners about their business, why they love Bath, as 
well as local volunteering and donation opportunities. 
Policy Assessment 
The planning and preservation goals in the City of Bath have seemed to undergo 
a transformation since the 1960s, which is not surprising given national events 
and legislative acts in this time.53 Preservation and historic built fabric was not 
a priority in the 1920s, as evidenced by the demolition of the King Tavern (the 
home of the first governor of Maine) when the Carlton Bridge was built in 1926. 
The loss of King’s home is more relevant now since Maine will celebrate its 
bicentennial in 2020. There is very little remaining in Bath to remind the city of its 
important former resident. Until 2006, there wasn’t even a portrait of King in City 
Hall.54 
The historic built fabric was also not a priority in the Planning Board’s 1959 
downtown plan, which intended to use a select number of buildings as a 
backdrop to a tourist shopping center. The 1960 urban renewal plan saw the 
urban historic fabric as simply a blighted area to be erased. However, the 
defeat of the urban renewal plan was the spark of what the American Planning 
Association (APA) calls Bath’s “commitment to Planning, Preservation, and 
Sustainability.”55 The APA even named Front Street one of the 10 Great Streets in 
the nation in 2009. The APA also cites the founding of Sagadahoc Preservation 
Inc. and the 1973 NRHP designation of downtown as kickstarters to a planning 
and preservation partnership in the city. This partnership was evident in the 
1983, 1997, and 2009 comprehensive plans and the 1999 Action Plan for the 
Bath Waterfront and Downtown. Since then, the city has also used Community 
Development Block Grants to restore downtown building facades.56 
52  “Be Bath, Buy Bath.” Main Street Bath. https://visitbath.com/programs/buybath/.
53  National Historic Landmarks in 1960, National Historic Preservation Act in 1966, National Environmental 
Policy Act in 1969.
54  Alex Lear. “Bath officials hope to highlight city’s role in Maine’s statehood.” The Forecaster, January 16, 
2019. Accessed March 3, 2019. http://www.theforecaster.net/bath-officials-hope-to-highlight-citys-role-in-
maines-statehood/.
55  “Front Street: Bath, Maine.” APA - Great Places in America: Streets. 2009. Accessed March 3, 2019. 
https://www.planning.org/greatplaces/streets/2009/frontst.htm.
56  Ibid. 
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Perhaps the back-to-back plans in 1959 and 1960, in conjunction with the 
1957 construction of the viaduct through town, caused a mental shift in the 
citizens of Bath. The plans produced by the federal government and the city 
itself disregarded the historic built fabric and irreverently called for widespread 
demolition of buildings that had survived multiple fires. Just before these plans 
were released, MaineDOT constructed a towering viaduct through town. Yes, the 
highway already ran through town, but the separation was only two lanes and 
on street level. The viaduct created both a physical and visible concrete barrier 
through the city, effectively severing the two most historically important areas of 
the city: the downtown core and the shipbuilding district. 
By 1971, Bath had suffered more than 5 major fires, 
demolished the first governor of Maine’s house, and 
the downtown core had been separated from the 
city’s historic center of trade by a viaduct. When the 
Winter Street Church was threatened with demolition, 
Bath residents said enough was enough. SPI was 
founded and soon after the City’s first historic district 
was designated— listing the Bath Historic District on 
the National Register of Historic Places. SPI and the 
City worked to get a number of individual properties 
listed on the National Register, including the Winter 
Street Church, which is now an event center.  
The City worked with SPI, as well as the Chamber of Commerce and the Maine 
Maritime Museum, to accomplish a series of targeted efforts to restore and 
revitalize downtown in the mid-1970s. These efforts included the construction of 
brick sidewalks, installation of period-appropriate street lighting, undergrounding 
the power lines and other wiring, planting of trees and other vegetation along the 
streets, placing wooden benches along the sidewalk, and renovating and / or 
restoring storefronts. This relatively early cooperative moment between planning 
and preservation was recognized by the National Trust in 1977, when the 
organization awarded the Bath institutions the President’s Award. 57
The partnership between planning and preservation is also illustrated by the 
City’s designation as a National Trust Main Street Community, and one of the 
original Main Street Communities in Maine. However, even before the program 
57  “Bath Maine Named One of America’s Dozen Distinctive Destinations for 2005.” Main Street Bath. 
was initiated in 2001, Bath was committed to revitalizing the city while protecting 
and showcasing its historic fabric through the work of the Bath Business 
Association from 1990 to 2001. Both organizations are/were rooted in municipal 
and resident cooperation through volunteerism. As a result of this work, Front 
Street business owner Gayle Hunt has even seen a difference in the type of 
visitors coming to Bath each year. She says that instead of travelers on Route 
1 stopping by randomly on their way through, she has noticed that the city has 
become a destination for visitors. 58 
The viaduct specifically may have had other effects on the city’s planning and 
preservation practices. Historically, the city has grown and contracted in tandem 
with the success of the Bath Iron Works. For example, during World War I 
the population nearly doubled due to the increased production of ships and 
equipment. This led to the construction of the Carlton Bridge and the first major 
change in the street grid with the demolition of buildings south of Vine Street 
and the street’s expansion. Although by the 1950s Bath was not as dependent 
upon the shipbuilding industry, the later widening and then construction of the 
viaduct separated the downtown from its historic life force.59 This also created 
a physically-insular and less accessible downtown core. All of a sudden, the 
viaduct meant that passersby couldn’t just turn off the highway to visit downtown 
as a last minute decision. The city required an intervention to make downtown 
a destination. The BBA, followed by Main Street Bath, and the efforts of the 
planning department, met this challenge with marketing of the city—as evidenced 
by the numerous awards the city has received and the busy year-round event 
calendar—as well as through the support of local businesses. The City of Bath 
has been designated a Certified Business-Friendly Community Program by 
Maine’s Department of Economic and Community Development. 
The City has also shown efforts to bridge the divide created by the 1957 viaduct. 
This is best exemplified by the 2007 restoration and reuse of the 1941 Maine 
Central Railroad Company station. This was the last station constructed by the 
railroad company before it ended passenger service to Bath in 1959. The brick 
structure is one of the few historic buildings left on Vine Street south of the 
58  Alex Lear. “Bath group ‘Over the Moon’ about 15 years of downtown revitalization.” The Forecaster. July 
20, 2016. Accessed March 3, 2019. http://www.theforecaster.net/bath-group-over-the-moon-about-15-years-
of-downtown-revitalization/.
59  Bath Iron works is still one of Maine’s largest employers but is separate from town because of the 
highway and the classified nature of the company’s work designing and building destroyers for the U. S. 
Navy.
viaduct. However, by making this the visitors center, the city encourages tourists 
to see the other side of Bath—the shipbuilding center, which is a stark contrast to 
the downtown core more often visited.  
This commitment to community planning extends beyond Bath and to the state 
level. Since the Sagadahoc Bridge was the first design/build project MaineDOT 
had ever done, there was no required public engagement process. The expedited 
project schedule was an additional complicating factor. In response, MaineDOT 
hired a public relations firm, initiated a local advisory committee, and also 
used a design charrette to garner public input on the bridge’s aesthetics. The 
advisory committee—called the Bath Bridge Advisory Committee (BBAC)— was 
comprised of property owners, businesses, local non-profits (Bath Historical 
Society and Maine Maritime Museum), City Councilors, a planning commissioner, 
and a representative from Woolwich across the Kennebec River. Although not 
members of this advisory committee, technical support was provided by the 
Bath City Manager, Planning Director, Public Works Director, Police Chief / 
Harbormaster, and two private consultants. MaineDOT created a dedicated 
project website, newsletters, public forums, open houses, and public tours of the 
construction site. MaineDOT also used the project as an opportunity to reach 
local school children. The project manager visited schools and presented on the 
history of the Kennebec River crossing as well as the new bridge.60 The process 
was praised by the Federal Highway Administration and included in their Case 
Studies and Notable Practices in their Public Engagement web resource. 
An interesting aspect to this story that has not yet been resolved is what to do 
with the Carlton Bridge. The bridge is an undeniable historic resource for the 
city and yet its fate is still uncertain even though the new bridge was completed 
nearly 20 years ago. The old Carlton Bridge was left in place next to the new 
60  Phil Pinkham (Construction Manager). “Case Study: Public Involvement and The Sagadahoc Bridge, 
Maine Department of Transportation.” US DOT Federal Highway Administration. Accessed March 4, 2019.
bridge so it could continue to carry railroad freight cars across the river. The top 
automobile level was severed from both the Bath and Woolwich shores when 
the Sagadahoc Bridge was completed, but the bottom railroad level remains. 
The central lift is kept raised at the height of the Sagadahoc Bridge until a train 
needs to cross. In 2001, shortly after the new bridge was completed, there 
was discussion of demolishing the entire top truss structure in order to make 
it lighter.61 This never happened and the discussion resurfaced in 2013, when 
the bridge failed a routine inspection due to rust.62 This was remediated and the 
upper deck was left intact. Since then, there have been no plans for the near 
century-old bridge. It stands as a reminder of the Bath of the past and the city’s 
status as the economic and cultural center of the region. 
In sum, infrastructure has been a vital component to Bath’s evolution both 
physically and philosophically. The importance of infrastructure is recognized by 
the City of Bath in their 2009 comprehensive plan. 
In some ways, one might say that the city’s existing characteristics—its reliance 
on BIW [Bath Iron Works], its sense of history, its need to correct past problems 
of infrastructure, and its vibrant, if small, downtown—have strengthened rather 
than changed.63
The City also recognizes the role that preservation has played in the city, 
specifically the Main Street Program, Main Street Bath. The program has 
“reminded” residents of the value of Bath’s historic commercial core and also 
helped spark projects that both protect and promote the “marketable qualities of 
a small, historic downtown.” But it’s the partnership of planning and preservation 
that has truly shaped Bath. The shift in resident and city government priorities 
correlates to the increased awareness of preservation in the nation, but also 
to the construction of the viaduct and the severing of north and south Bath—
the downtown core from the shipbuilding district. The nation had set the ball in 
motion for preservation with legislation in the 1960s and 70s, but the construction 
of the viaduct and repeated destruction of the city’s historic built fabric is what 
incited both preservation and more integrated comprehensive planning in Bath. 
61  Henry Petroski. “Twin Bridges.” American Scientist, January-February 2001. Pg 19. https://www.
americanscientist.org/sites/americanscientist.org/files/20051220155039_306.pdf.
62  Beth Brogan. “Rail official say rust will force decision on 88-year old Bath bridge.” Bangor Daily News. 
March 23, 2015. https://bangordailynews.com/2015/03/23/business/rail-officials-say-rust-will-force-decision-
on-88-year-old-bath-bridge/.
63  “City of Bath, Maine: Comprehensive, Action Plan.” Chapter 3, pg 34.90 91
The 1941 station and its relationship to the viaduct. Images courtesy of the Library of Congress, HABS.
92 93
“About Maine Maritime Museum.” Maine Maritime Museum. https://www.mainemaritimemuseum.
org/about-maine-maritime-museum/. 
“About Us.” Bath Historical Society. https://bathhistorical.com/about-us/. 
Atwood, Blackwell, & Young.  “1959 Bath Downtown Plan.” Bath Planning Board and Maine 
Department of Economic Development.
“Bath Maine Named One of America’s Dozen Distinctive Destinations for 2005.” Main Street Bath. 
https://visitbath.com/press/distinctive-destination/. 
“Be Bath, Buy Bath.” Main Street Bath. https://visitbath.com/programs/buybath/. 
Brogan, Beth. “Rail official say rust will force decision on 88-year old Bath bridge.” Bangor Daily 
News. March 23, 2015. https://bangordailynews.com/2015/03/23/business/rail-officials-say-rust-
will-force-decision-on-88-year-old-bath-bridge/.
“City of Bath: Complete Streets Policy.” 2014. https://imageserv11.team-logic.com/
mediaLibrary/2014/20150324_Bath_Complete_Streets_Policy.pdf.
“City of Bath, Maine: Comprehensive, Action Plan.” Planning Board. June 3, 2009. http://www.
cityofbath.com/comprehensiveplan/. 
“City of Bath: Sesquicentennial Celebration - Facing the Future.” The Times Record, November 6, 
1997.
“City of Bath Zoning Map with amendments through December 6, 2018.” City of Bath.
“Front Street: Bath, Maine.” APA - Great Places in America: Streets. 2009. Accessed March 3, 
2019. https://www.planning.org/greatplaces/streets/2009/frontst.htm.
Goodwin, Peter and Robin A.S. Haynes. “Bath’s Historic Downtown: History Overview.” 
Project of Maine Historical Society in partnership with the Maine Memory Network. http://bath.
mainememory.net/page/938/display.html. Accessed February 21, 2019. 
Goodwin, Peter and Robin A. S. Haynes. “History of Bath Maine.” Main Street Bath. https://
visitbath.com/about-bath-maine/history/. 
“Historic Markers.” City of Bath. http://www.cityofbath.com/historicmarkers/. 
“Inventory of Historical and Archaeological Resources.” City of Bath.2014. https://imageserv11.
team-logic.com/mediaLibrary/2014/5_Historical_and_Archaeological_Inventory_v_
three_5_20_08.pdf.
“Investment Opportunities in Bath Maine.” Bath Renewal Authority, likely 1960. 
“King Tavern and Customs House, Bath, ca. 1910.” Maine Memory Network. https://www.
mainememory.net/artifact/10502. 
Section Bibliography  
Knoblock, Glenn A. Historic Iron and Steel Bridges in Maine, New Hampshire, and Vermont. 
McFarland, 2012. ebook accessed through Google Books.
Lear, Alex. “Bath group ‘Over the Moon’ about 15 years of downtown revitalization.” The 
Forecaster. July 20, 2016. Accessed March 3, 2019. http://www.theforecaster.net/bath-group-
over-the-moon-about-15-years-of-downtown-revitalization/.
Lear, Alex. “Bath officials hope to highlight city’s role in Maine’s statehood.” The Forecaster, 
January 16, 2019. Accessed March 3, 2019. http://www.theforecaster.net/bath-officials-hope-to-
highlight-citys-role-in-maines-statehood/. 
 “Mission.” Sagadahoc Preservation Inc. https://sagadahocpreservation.org/mission/.
“New Kennebec Bridge Company asks authority from state legislature.” Unknown publisher. 
January 27, 1921.
Petroski, Henry. “Twin Bridges.” American Scientist, January-February 2001. Pg 19. https://www.
americanscientist.org/sites/americanscientist.org/files/20051220155039_306.pdf.
Pinkham, Phil (Construction Manager). “Case Study: Public Involvement and The Sagadahoc 
Bridge, Maine Department of Transportation.” US DOT Federal Highway Administration. 
Accessed March 4, 2019.
“Remember When?” The Times Record, March 2, 2018. Excerpt from Bath Historical Society 
Newsletter #30, Times of Bath, October 1992, June 1994. Accessed March 3, 2019. https://www.
timesrecord.com/articles/local/remember-when-2/. 
“Sagadahoc Bridge: Spanning the New Millennium.” The Times Record, August 25, 2000.
“Section 8.07 Downtown Commercial District - Article 8: District Regulations.” City of Bath, 
amended May 24, 2017. 
“Section 8.12 Historic Overlay District - Article 8: District Regulations.” City of Bath, amended May 
24, 2017.
“Survey and Planning Application Downtown Bath Urban Renewal Project.” The Bath Urban 
Renewal Authority, July 7, 1960.
 “Talk of Bridge Across Kennebec is Heard Again.” Newspaper article, unknown publisher. Sept 
17, 1919. 
Case Study 2: Belfast  Visual Orientation 
94 95




































Belfast: Key Dates 
First surveyed by Ulster-Scots from New Hampshire  
Incorporated as a town in the province of Maine 
First records of the town raising money for roadway construction  
First bridge (Upper Bridge) built over the Passagassawakeag River 
A wooden toll bridge (Lower Bridge) is built closer to town 
Belfast reaches nearly 1,300 residents 
Belfast becomes the 8th city in Maine, which became a state in 1820 
First serious fire  
Second serious fire  
Third serious fire 
Fourth serious fire - the City purchases a steam-powered fire engine 
Last large wooden ship is launched, the Jennie 
A concrete bridge (Memorial Bridge) replaces the original Lower Bridge 
Route 1 designated along High Street in the U.S. Numbered Highway System 
City adopts its first zoning resolution, creating 4 zones 
Manufacturing center - poultry processing as the main industry 
MaineDOT builds a bypass and constructs the Veterans Memorial Bridge 
First district listed on the National Register - Primrose Hill Historic District 
Maplewood Poultry closes 
Back-to-landers and artists begin to move to Belfast 
Penobscot Poultry closes 
Charles Cawley opens MBNA headquarters in Belfast, hiring 2,000 residents
“Belfast Renaissance” plan released with 37 recommendations 
MBNA announces closure 
Bank of America buys MBNA’s holdings 
“Creating Vibrancy in Belfast Maine” report published 
Armistice Bridge replaces Memorial Bridge - becomes a footbridge 
Athenahealth takes over part of MBNA’s campus 
Brooks Preservation Society founded to protect the area’s railway history 
Belfast becomes a Main Street Community under the name Our Town Belfast 
City hires an economic development director for the first time in 30 years 
City releases the most recent comprehensive plan 
15 new wayfinding and branding signs are placed on highway and roads 
Belfast voted one of the best places to live in Maine by Downeast magazine
Matador Network lists city as 1 of 35 best places to travel in the world 
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Main Street at Washington Street, NE
c. 1940
2019
The harbor at the end of 
this view of Main Street is 
where the majority of the 
damage from a 1865 fire 
was. 
Most of the replacement 
buildings constructed 
after the fire are still 
standing, meaning the 
scale and feel of Belfast 
is relatively unchanged 
since the mid-19th 
century. 
Angled parking has been 
customary on this wide 
section of Main Street 
since at least the 1940s. 
Main Street at Washington Street, NE
1980 The buildings lining Main 
Street on the northeast 
side all date to the mid to 
late 19th century. They 
are largely intact, save a 
few third-story additions 
and the removal of 
chimneys. 
The top photo is from the 
1980 National Register 
of Historic Places 
designation of the Belfast 
Commercial Historic 
District, which included 
two major intersections 
on Main Street. 2019
All caption information is observational or from the main text in the following section 
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Main Street at Church Street, NE
c. 1890 
2019
This view down Main 
Street is just before the 
street curves towards 
the harbor at the five-
way intersection of Main, 
Church, and Beaver 
Streets. This marks the 
point when state Route 3 
becomes Main Street. 
The four-story building to 
the right is the Hayford 
Block, built between 
1866 and 1868. The 
original layout of the 
building was retail on 
the ground floor, offices 
on the second floor, 
and Hayford Hall (later 
the Opera House) on 
the top two floors. The 
first basketball game in 
Belfast was played here 
in 1904. 
 
Main Street towards Harbor, NE
c. 1940
2019
This view down Main 
Street to Belfast Bay and 
the harbor just before the 
High Street intersection 
has not changed much 
since the 1940s. The 
scale of buildings and 
the street landscapes are 
very similar. 
At the intersection of 
Main and High Streets, 
the former-Masonic 
Temple (to the right in 
the photos) is one of the 
most ornate buildings 
in town. It was built in 
1877, and designed by 
George M. Harding of 
Boston. It was added to 




Custom House, Main 
Street, SW
Facing the Belfast National Bank 
building at the five-way intersection, 
the joint post office and Custom 
House was built in 1855. The Post 
Office was on the first floor with 
the Custom House on the second. 
The building was designed by 
Washington D.C. architect Ammi 
B. Young and built by Belfast 
contractor Isaac Allard. Today, the 
building functions as just a post 
office. 
20th century businesses along this 
section of Main Street included 
a soda fountain, drug store, and 
Edison photograph dealer. 
Notice the underground powerlines 
and effects of transportation 
change between the 20th and 21st 
century photographs. The streets 
were not yet paved in 1920. This 
infrastructure was likely put in place 








These views are from the five-way 
intersection at Main Street, Church 
Street, and Beaver Street. The 
iconic flatiron building is between 
Main Street and Beaver Street. 
The 1878 photograph was taken 
shortly after the flatiron was 
completed for the Belfast National 
Bank. Like the Masonic Temple 
visible at the next intersection, the 
Belfast National Bank was designed 
by George M. Harding and added to 
the National Register in 1979. The 
building is also individually listed on 
the National Register. 
The character of this intersection 
has remained much the same since 






The 1869 and 1912 photographs 
were taken from Primrose Hill on 
High Street. The first photo was 
taken just a few years after the 1865 
fire devastated the downtown and 
the harbor. Nearly 130 buildings 
were destroyed and the damage 
covered about 20-acres. At the time 
the photo was taken, rebuilding was 
already underway. 
The 1912 photograph shows height 
and material changes in the city. 
Brick buildings now dominate the 
landscape. 
A set of five two-story early-19th 
century commercial buildings on 
Main Street are visible in the 1869 
photograph. The same row of 
buildings still stands today. 
In 1973, the Primrose Hill Historic 
District was added to the National 
Register. 
1912
Main Street at High Street, SW
c. 1880
2019
The wooden gable-front 
building on the corner 
of High Street and Main 
Street was constructed 
around 1805. A meeting 
was held here during 
the War of 1812 about 
the British occupation 
of the city. It is unclear 
when the structure was 
demolished to make 
way for a modern, two-
story brick commercial 
building. 
Its brick neighbors were 
constructed around 
1820, and had third 
stories added in 1894. 
Photographs and postcards from Maine Memory Network: 
Maine Historical Society 
 Main Street at Church Street, NE, 1878 - page 102 
 Main Street at Church Street, NE, c. 1915 - page 102 
 Custom House, Main Street, SW, c. 1920 - page 103
Belfast Historical Society 
 Main Street at Church Street, NE, c. 1890 - page 100
 Main Street at High Street, SW, c. 1880 - page 105 
Hip Postcard: 
 Main Street at Washington Street, NE, c. 1940 - page 98 
 Custom House, Main Street, SW, 1908 - page 103
 Route 1 Crossing, c. 1920 - page 107
Joseph Williamson, History of the City of Belfast in the State of Maine. Volume II 
 Primrose Hill, High Street, NE, 1869 & 1912 - page 104
1980 National Register Nomination for Belfast Commercial Historic District: 
 Main Street at Washington Street, NE, 1980 - page 99 
Roots Web: 
 Main Street towards Harbor, NE, c. 1940 - page 101 
Our Town Belfast: 
 Route 1 Crossing, 2018 - page 106






The first bridge across the 
Passagassawakeag River was 
constructed in 1801, and called 
Upper Bridge. The second crossing 
was constructed at the edge of town 
in 1806, and was called the Lower 
Bridge. This wooden bridge was a 
toll road and served as the main 
continuation of the county road until 
1920, when a large truck crashed 
through the bridge. That same year, 
a new concrete and steel bridge 
was built, called the Memorial 
Bridge. This bridge is pictured in the 
top image and became the original 
crossing of Route 1 when the 
highway was designated in 1922, 
in the New England Road Marking 
System and 1926, under the U. S. 
Numbered Highway System. 
When the bypass was built in 
1963, the Memorial Bridge became 
a footbridge and the Veterans 
Memorial Bridge was constructed 
further up the river and at a much 
greater height, as seen in the 
bottom photo. The City decided 
to add the Memorial Bridge to the 
trail system in the mid-2000s but 
the bridge was considered unsafe. 
A new bridge, Armistice Bridge, 
opened in 2006. 
2018
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HIstory & Urban Development 
Ulster-Scots1 from New Hampshire first surveyed Belfast in 1768. According to 
local legend, the name Belfast was decided by a coin toss.2 Regardless of the 
true origins, the settlement has been named Belfast since the beginning. In 1769, 
the young township was divided into 51 shares and later that same year there is 
a record of the first road being laid.3 It connected the settlement to Thomaston 
to the south and was constructed by Richard Stimson. Stimson placed his 
homestead along the road, which was the first structure built in Belfast. According 
to Herman Abbott’s 1900 historical account of Belfast, traces of the Ulster-Scot 
dialect still existed nearly 150 years later.4 With abundant timber and a gentle-
sloping landscape into a deep harbor, it didn’t take long before Belfast became a 
center for shipbuilding like its namesake in Northern Ireland. 
The settlement was incorporated as a town in 1773, as part of the province of 
Maine, which was then still part of Massachusetts. Remarkably, records exist 
showing that the town voted to raise money for the construction of highways 
(roads to nearby settlements) in 1775.5 However, town development was put on 
hold temporarily after nearby town Castine was captured by the British in 1779,  
1  Ulster-Scots refers to Scots who migrated to northern Ireland (mainly the province of Ulster) in the 17th 
century. In America, Ulster-Scots are often referred to as Scotch-Irish. 
2  “The History of Belfast, Maine.” The Belfast Historical Society and Museum. https://www.belfastmuseum.
org/history/. 
3  Herman Abbott. History of Belfast, Maine to 1825. Republican Journal: Belfast, 1900. https://archive.org/
details/historyofbelfast00abbo_0. 3. 
4  Ibid. 3-4. 
5  Ibid. 5. 
and Belfast residents fled the area. The townspeople returned in the mid-
1780s, and by 1788, were working again to improve their town. They petitioned 
the General Court in Massachusetts to levy a tax in order to raise money to 
build a meeting house, hire a minister, build bridges, and improve the existing 
roads. In 1790, Belfast had nearly 250 inhabitants.6 By 1800, there were 25 
buildings within the town limits.7 In 1801, the town built its first bridge over the 
Passagassawakeag River, also called the Belfast River at the time. The wooden 
bridge was colloquially called the Upper Bridge and cost $6,000. Just two years 
later, the town voted to spend $500 on schools and $2000 on highway repairs.8 
By 1805, the two principle roads in town were Main Street and High Street–which 
was laid on the path of the original county road. The intersection used to be 
called Nesmith’s Corner.9 Another toll bridge was constructed in 1806, nearer to 
the settlement at a wider portion of the river. This lower bridge cost more than 
$18,000 and later became the crossing for Route 1.10 
6  Ibid. 5. 
7  Joseph Williamson. Story of the City of Belfast in the State of Maine: from its settlement to 1875. 
Unknown Publisher. 1877. 208. 
8  Ibid. 10. 
9  Nesmith’s Corner was and still is the main epicenter of downtown Belfast. 
10  Ibid. 11. 
Survey of Belfast, c. 1800. Map from Williamson’s Story of the City of Belfast. 1877. 1805 village plan of Belfast. Map from Williamson’s Story of the City of Belfast. 
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By 1810, Belfast had 1,274 inhabitants. The town spent another $3,000 for 
highway repairs in 1824.11 This year was also when brick buildings began to rise 
in Belfast, including both public and private buildings. The Town Hall was built, 
as was a hotel, distillery, and a few commercial blocks. The principal dwelling 
houses at the time were constructed along High Street, near Main Street.12 
Maine became a state in 1820, and Belfast became a recognized town in 1828.13 
Another set of brick commercial buildings were constructed along Main Street in 
1834, after a fire destroyed the wood frame stores that same year. In 1839, there 
were 19 brick stores and 3 brick public buildings in Belfast.14 
Belfast became the 8th city in Maine in 1850. In 1856, E. M. Woodford of 
Philadelphia created the first formal map of Belfast from surveying. The map 
shows boundaries, roads, streams, mills, manufacturing, public buildings, 
residences, and also land owners. Woodford also created 24 separate 
engravings of important local buildings.15 This was an important record for the 
young city. 
However, just fifteen years after becoming a city, Belfast was scarred by the 
first of a series of devastating fires in 1865. The fire began near the harbor in a 
11  Herman Abbott. History of Belfast, Maine to 1825. 13. 
12  Williamson, The Story of the City of Belfast. 217. 
13  George J. Varney. “History of Belfast Maine.” A Gazetteer of the State of Maine: Boston, 1886. http://
history.rays-place.com/me/belfast-me.htm. 
14  Ibid. 218. 
15  Ibid. 12.  
1856 map of Belfast by E. M. Woodford of Philadelphia. Courtesy of the Library of Congress. 
boat shop. However, the fact that it was low tide and the city was ill-equipped 
to fight the magnitude of the blaze led to the fire quickly spreading along the 
harbor and southwest down Main Street. Only one of the two fire engines was 
operational at the time and a fierce wind blew that night. A number of buildings 
were intentionally demolished to halt the blaze, but to no avail. It burned for 8 
hours and destroyed much of the working waterfront and nearly all of the wood 
frame buildings downtown north of Washington Street. In total, 125 buildings 
were destroyed across a 22-acre area. The blaze drew national attention and 
was depicted in Harper’s Weekly magazine in November of 1865.16 
16  “The Great Fire at Belfast.” The New York Times. October 15, 1865. 
1839 sketch of Main Street by James Emery. Courtesy of Williamson’s The Story of the City of Belfast. 
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Along with rebuilding in the 1865 fire zone, other areas of town were 
modernizing. The gateway to downtown at the five-way intersection of Main, 
Church, and Beaver Streets (then called Range Street) was altered in 1866, with 
the construction of Hayford Block. This was the largest building ever built in the 
city, occupying 90 feet of street frontage on Church Street.17 It still stands today. 
Less than one decade after the fire of 1865, Belfast was devastated by another 
large-scale fire in 1873. This one, like its 1865 predecessor, started at the foot 
of Main Street. It spread northwest up the waterfront and then southeast into the 
downtown street grid. According to the Fisherman’s Voice journal, it is commonly 
believed to be the third worst fire in Maine history.18 It burned for 4 hours and 
destroyed 86 buildings, 53 of which were homes. This lead to 75 families 
becoming homeless.19 In 1874, more than $200,000 was spent on reconstruction 
and more than 100 buildings were built. Donations from around the world were 
sent to Belfast to aid in reconstruction and the housing of the homeless families.20 
Another fire struck the city in 1885, at the intersection of Main and High Streets, 
and destroyed 16 buildings. Most of the buildings were stables, but two major 
structures (The American House Hotel and Telegraph Building) were destroyed. 
The fire also took 2 lives and 21 horses. The two men that died were stablehands 
and had started the fire by smoking near the hay. The 1885 fire changed the 
character of Main Street, since two major buildings were destroyed.21 
The last large-scale fire was in 1887, destroying an entire commercial block 
along High Street. All six buildings of Phoenix Row, dating from 1824, were 
destroyed. Although not as many buildings were destroyed as in previous fires, 
the fire of 1887 caused a shift in Belfast’s relationship with fire. After Phoenix 
Row burned down, the Boston Insurance Exchange threatened to double the 
rates or cancel Belfast’s fire insurance policy unless the City purchased a 
steam-powered fire engine. Up until this point, the City had been using only 
hand-pumped engines. Belfast decided to rent a steam-powered engine and this 
marked the last serious fire in the city.22 
17  Williamson. Story of the City of Belfast. 221. 
18  The top two worst fires in Maine are the fire started by the British in Falmouth (now Portland)  in 1775 
and the Greate Fire of 1866 in Portland. 
19  Tom Seymour, “The Great Fires of Belfast.” Fisherman’s Voice. No. 20, Vol. 2, February 2015. http://
www.fishermensvoice.com/archives/201502TheGreatFiresOfBelfast.html. 
20  Williamson. Story of the City of Belfast. 221. 
21  Tom Seymour, “The Great Fires of Belfast.”
22  Tom Seymour, “The Great Fires of Belfast.”Great Fire of 1865, published in Harper’s Weekly. Courtesy of WIkimedia Commons. 
Paths of a series of fires in Belfast based on a descriptions and maps from Fisherman’s Voice article “The 
Great Fires of Belfast” (2015) and The New York Times article “The Great Fire at Belfast” (1865). 
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Two isolated fires, in 1889 and 1899, destroyed a hotel just behind the Custom 
House and the Pierce Block at Main and Franklin Streets. Although both of these 
buildings were large-scale, the fires did not spread to neighboring buildings or 
destroy sections of town like the previous fires.23 
Despite these relentless fires, Belfast continued to grow and evolve in the 19th 
century. The transportation history in the city is a mixture of roadway, steamship, 
and railroad infrastructure. The Belfast & Moosehead Lake Railroad (B&MLRR)
was chartered in 1867, and its 33 miles of track were completed just three years 
later to connect Belfast to six other Waldo County towns.24 The track ended on 
Main Street. The B&MLRR ceased to provide passenger transport in 1960, but 
operated tourist trains after 1988, due to a decrease in freight traffic. The railroad 
was owned by Belfast until 1991, when a private company took over operations. 
Remarkably, this railraod was in operation until 2007.25 Today, weekend 
excursion trains are operated by the Brooks Preservation Society. 
Since, the 1820s, the city was also served by the Kennebec Steam Navigation 
Company, which stopped in Belfast once a week. Passengers could get to 
Bath for $3, Portland for $5, or even Boston for $9. This route ended in 1830.26 
Starting in the mid-1830s, Belfast was on the Bangor Steamer Line. This was 
still in operation into the 1890s. Residents could get to Camden and Rockland in 
the south or Bangor in the north. In the 1850s, a few short steamer routes were 
added. One of these ran direct from Belfast to Ellsworth. Only one steamer was 
left in Penobscot Bay during the Civil War. However, service returned after the 
war, including a freight steamer to connect Ellsworth to the Moosehead Lake 
23  Tom Seymour, “The Great Fires of Belfast.”
24 Williamson. Story of the City of Belfast. 670
25  Bruce C. Cooper. “The Belfast & Moosehead Lake Railroad.” Central Pacific Railroad Photographic 
History Museum. http://cprr.org/Museum/BMLRR/index.html. 
26  Williamson. Story of the City of Belfast. 657-665. 
Railroad in Belfast. By 1909, the “Boston Boat” daily steamer line connected 
Belfast with New England. Service continued until 1935.27 
In tandem with all the downtown fires and changes in transportation modes, 
Belfast continued to be a center of shipbuilding and trade. The largest vessel 
ever constructed in the city was the Jennie Flood Kreger, which was launched in 
1919. The massive ship was a 245 foot long, five-masted schooner. The Jennie 
was part of the last big shipbuilding boom in the city, which was the result of 
a rise in railroad freight shipping costs after World War I. The Jennie was built 
by the Mathews Brothers Co., now a window manufacturer. The company was 
founded in 1854, and today is the oldest, continuously operating manufacturing 
business in Maine.28 The last wooden ship built in Belfast was launched in 1920. 
Even before shipbuilding began to die out and the railroad overtook commercial 
shipping, Belfast began to transition into a blue-collar manufacturing town. A 
shoe factory was constructed on lower Main Street in 1872, and employed 150 
workers. The factory supplied combat boots during World War II. Manufacturing 
was moved to a new location in 1949, and the building was razed in 1965.29 
27 “Maritime History: Jennie Flood Kreger.” The Belfast Historical Society and Museum. https://www.
belfastmuseum.org/maritime-history/#begin. 
28  “Maritime History: Jennie Flood Kreger.” 
29  “Shoe Factory, Belfast, c. 1885.” Maine Memory Network. https://www.mainememory.net/artifact/98642. 
1890 map of the Belfast showing the Bangor Steamer route and the Moosehead Lake Railroad terminating 
on Main Street. Courtesy of the David Rumsey Map Collection. 
1885 photograph of the Belfast Shoe Manufacturing Company. Courtesy of the Belfast Historical Society via 
Maine Memory Network. 
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By the 1950s, Belfast manufacturing consisted of poultry, sardine, and potato 
processing plants along the waterfront. The city adopted the title “Broiler Capital 
of the World” and hosted Broiler Day every July, during which thousands of 
visitors traveled to the city to eat barbeque chicken.30 
The original wooden Lower Bridge was destroyed by a large truck in 1920. It was 
replaced by a concrete bridge the next year, with a new name, Memorial Bridge. 
This became the Route 1 crossing in the 1922 New England Road Marking 
System. Northport Avenue (formerly County Road) was Route 1 into town and 
the highway went through town on High Street, going across the river at Lower 
Bridge. But before the route was designated, Belfast was already marketing itself 
for tourism. In 1917, the Belfast Board of Trade placed 200 advertising signs on 
Maine roads.31 By the 1930s, there were campgrounds and cabins around town 
to complement the hotels downtown. 
30  “The History of Belfast, Maine.” The Belfast Historical Society. https://www.belfastmuseum.org/
history/#scroll. 
31  “Boston Boat seen from Penobscot Bay Tearoom and Camps, Belfast, 1920.” Maine Memory Network. 
https://www.mainememory.net/artifact/98840. 
Due to increasing traffic concerns in the 1960s, Belfast was one of five towns 
offered a Route 1 bypass by MaineDOT. The city accepted and a bypass was 
constructed in 1962. High Street became part of the normal downtown street grid 
and Memorial Bridge became a pedestrian bridge. This marked a drastic change 
in the dynamic of Belfast. Since the late 18th century, the intersection of High 
Street and Main Street had been the commercial crossroad of the city. 
1940 map of Belfast, showing Route 1 through town along High Street and across the Lower Bridge. A few 
cottages and lodges are also noted on the map. Courtesy of the David Rumsey Map Collection. 
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In the 1960s and 70s Belfast continued to benefit from tourism, but the year-
round economy suffered. Manufacturing businesses were beginning to close, 
the railroad was transporting fewer goods, steamer travel was no longer bringing 
passengers up from Boston, and the bypass allowed for car travelers to detour  
the city. Belfast suffered a huge financial blow when the chicken processing 
industry left “the Broiler Capital of the World.” Maplewood Poultry closed in 1980, 
and Penobscot Poultry closed in 1987—taking a combined 2,000 jobs with them. 
32The sardine packing and shoemaking industries soon followed.33  
However, the scene in Belfast began to change in the 1980s, as young people 
and artists started to move to the area to take advantage of the cheaper 
housing and scenic beauty. Many of these people were part of the back-to-
land movement started in the 1960s and 70s. The tide continued to change in 
the mid-1990s, when Camden resident Charles Cawley34 decided to place a 
branch of his company MBNA35 in Maine. The corporation quickly had 5,000 
employees, mostly living in Camden and Belfast. The effect of MBNA on Belfast 
was nothing short of transformative. The average annual income spiked, the 
rate of unemployment lowered, the local real estate market flourished, and there 
was increased investment in the arts and education.36 MBNA “contributed to a 
change in the physical and cultural landscape of Belfast. Their contributions to 
numerous social service agencies and public spaces have improved the city’s 
quality of life.”37 With Belfast more economically stable, an arts community began 
to flourish and Main Street was quickly dotted with galleries and artisan shops.38 
However, MBNA left Maine in 2005, leaving an uncertain Belfast behind. But 
even after its departure, MBNA has benefited Belfast through its office space. 
Bank of America purchased MBNA’s holdings in 2006, and hired 800 employees 
in Belfast. Athenahealth opened a branch in some of MBNA’s buildings in 
2007, and today employs 950 people. The company has room to expand the 
32  “Creating Vibrancy in Belfast Maine.” Crane Associates, LLC. 2006. https://www.cityofbelfast.org/
DocumentCenter/Home/View/123. 5. 
33  Abigail Curtis, “Belfast still benefiting from defunct MBNA.” Bangor Daily News. May 26, 2015. https://
bangordailynews.com/2015/05/26/business/belfast-still-benefiting-from-defunct-mbna/. 
34  Cawley’s grandfather had operated clothing factories and stores in Camden and Belfast, which is why he 
chose the region for MBNA. 
35  MBNA stands for Maryland Bank National Association 
36  Mike Hurley. “When MBNA Came to Belfast and Maine and Changed Everything.” 2018. https://
belfastseniorcollege.org/class/when-mbna-came-to-belfast/. 
37  “Creating Vibrancy in Belfast Maine.” 6. 
38  David Lyon. “The art of being small gives Belfast a new frame.” The Boston Globe. April 5, 2009. http://
archive.boston.com/travel/explorene/maine/articles/2009/04/05/the_art_of_being_small_gives_belfast_a_
new_frame/. 
staff by 1,200 people. Today, the MBNA campus is also home to tech company 
OnProcess and the Penobscot Community Health Care’s Seaport Community 
Health Center.39 
These new tenants did not find their way to Belfast on their own. The City 
contracted Crane Associates LLC. to analyze national economic and tourism 
trends and then make recommendations for how Belfast can create “vibrancy.” 
Their report was released in 2006, and identified 10 trends which Belfast might 
want to reconsider.40 
1. Developing 24-hour Downtowns 
2. Fostering Cyberdistricts 
3. Accenting Amenities 
4. Creating Destinations 
5. Upgrading Old Economy Enterprises 
6. Capitalizing on Clusters 
7. Nurturing Networks 
8. Attracting High Tech Investment 
9. Capturing New Economy Spin-offs. 
10. Investing in Human Capital 
A tourism economy analysis for Maine, the Midcoast, and Belfast followed 
these national economic trends and revealed that although 25% of all trips 
to Maine traveled to the Midcoast in 2004, less than 1% of those trips had 
Belfast as the primary destination.41 Of the 24 identified primary destinations, 
Belfast is sandwiched between Camden and Acadia. This means Belfast had 
an opportunity to capture visitors going between these primary destinations. 
Interestingly, business owners downtown noted that most of their customers 
did not come from the south, but from the north—even though nearby states 
accounted for nearly 60% of overnight travel in 2004.42 43 
39  Nick McCrea. “How one firm helped a Maine city recover from the lost of its biggest employer.” Bangor 
Daily News. March 15, 2018. https://bangordailynews.com/2018/03/15/business/nearing-1000-employees-
athenahealth-helps-belfast-recover-from-mbna-exodus/. 
40  “Creating Vibrancy in Belfast Maine.” 8-11. 
41  “Creating Vibrancy in Belfast Maine.” 17. 
42  Massachusetts with 38%, New Hampshire with 8%, New York with 7%, and Connecticut with 6%. 
43  “Creating Vibrancy in Belfast Maine.” 14. 
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Longitudinal Analysis To counteract these trends, the 2006 report recommended 4 major goals to 
encourage vibrancy and consequently economic vitality in Belfast.44 
1. existing businesses need a reason to stay, 
2. new employers need a reason to locate in Belfast, 
3. travelers need a reason to stop  
4. residents need to be proud that Belfast is their home. 
The efforts by MBNA and the City since this report have shown that these goals 
were taken to heart. For a town that was dying in the 1990s, and not considered 
a destination in 2004, Belfast has become well known in the last decade. In 2016, 
Downeast Magazine voted Belfast one of the top 16 places to live in Maine.45 
Even more impressive, Belfast was listed as 12 of 35 best places to travel in 
2017—along with 6 other locations in the US46—by the Matador Network. Belfast 
kept company with global destinations like the Faroe Islands, Montreal, Abu 
Dhabi, Hamburg, and Jordan.47 
In sum, Belfast began as a shipbuilding and shipping center, transformed into a 
manufacturing center, and today, is a corporate center, travel destination, and 
center of the arts. 
44 “Creating Vibrancy in Belfast Maine.” 27. 
45  “Best Places to Live in Maine.” Downeast Magazine. 2016. https://downeast.com/best-places-to-live-in-
maine-2016/. 
46  The other American locations include Los Angeles, CA; New York City, NY; Franklin, TN; Durango, CO; 
Seattle, WA; and Charleston, SC. 
47  “35 of the world’s best places to travel in 2017.” Matador Network. 2017. https://matadornetwork.com/
watch/35-of-the-worlds-best-places-to-travel-2017/. 
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Immediate observations are that the Belfast of today has far fewer structures downtown than 
historic Belfast, the street pattern has changed near the waterfront, and most of the structures 
near the waterfront have been lost. These were likely all industrial buildings from the poultry and 
sardine factories. The railroad tracks this close to downtown have been removed. 
The central core of Main Street brick buildings have remained mostly unchanged, aside from 
removed or new additions. The surrounding neighborhood of wood frame buildings has also 
thinned out. This could be due to the fear of fire or simply because the buildings couldn’t withstand 




The Route 1 bypass begins at the exit for Northport Avenue, which was the original path of the 
Route pre-bypass (above). This is the first marked exit for downtown Belfast for travelers driving 
northbound. From this vantage point, downtown is not visible, nor are very many buildings. In 
fact, downtown is still 2 miles from this point along Northport Avenue. Drivers have four other 
opportunities to exit the bypass to Belfast before reaching the Passagassawakeag River and 
the Veterans Memorial Bridge. The first two of these four opportunities, at Congress Street and 
Lincolnville Avenue, are regular intersections with either traffic lights or stop signs. The following 
two access opportunities, at Belmont Avenue / Route 3 (below) and Waldo Avenue, are laid 
out as regular highway interchanges with exit and entrance ramps. Belmont Avenue / Route 3 
becomes Main Street after its intersection with Lincolnville Avenue. Again, drivers have no line of 
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sight to downtown from these exits. In fact, drivers cannot see downtown Belfast until they reach 
the Veterans Memorial Bridge (above), after they have already driven by all the opportunities to 
exit. This is why signage is such an important issue in Belfast. Drivers heading southbound along 
Route 1 (below) have the advantage in this instance, since the bridge offers a view of downtown 
before drivers have the opportunity to exit to downtown. 
Both of these views from the bridge also showcase the original Route 1 river crossing, now the 
Armistice Bridge. As a result of the view of the pedestrian bridge from the automobile bridge, it 
is likely that travelers will be encouraged to seek out the alternate bridge as a way to experience 
both downtown and the waterfront. 
Planning & Preservation Development 
Belfast has one of Maine’s largest collections of pre-Civil War architecture, as 
well as rich architectural collections from the late 19th and early 20th centuries. 
This is largely due to the timing and placement of a series of fires. The planning 
history in Belfast dates back to the early settlement, when residents kept track of 
roadway expenditures. Due to all of the fires, the City also had to think carefully 
about downtown construction and building regulations. For instance, no wooden 
structures were built downtown after 1887, when a collection of stables caught 
fire. The City also adopted zoning relatively early in 1934, less than ten years 
after Route 1 was designated through the U. S. National Road Marking System. 
This first ordinance established 4 zones to guide development, “particularly in the 
downtown and adjacent area and along sections of Route 1.”48 
There is no local preservation-specific ordinance; however, zoning districts are 
very specific to certain areas of the city. For instance, the Downtown Core and 
Route One South Commercial District are targeted districts. Even though the 
highway is not labeled, the highway and bypass are clearly evident in today’s 
zoning map. This distinction is even more evident in the 2009 land use plan, 
where the City actually divides areas into Inside Bypass, Near Bypass, and 
Eastside (across the river). This shows that the City thinks of Belfast in a binary 
way as a direct result of the bypass. This is reasonable, given the inner-bypass 
area contains the downtown core and mostly residential areas, while the outer-
bypass area contains larger-scale businesses and residential areas. 
48  “City of Belfast Comprehensive Plan.” City of Belfast. Section 1.1. https://www.cityofbelfast.org/
DocumentCenter/View/2281. 128 129
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Despite not having a local preservation ordinance, the Searsport Avenue 
Waterfront District located in East Belfast, across the Veterans Memorial Bridge 
towards downtown Belfast. Searsport Avenue is Route 1. This regulation is 
similar to how New York City has designated a protected viewshed of Manhattan 
from the Brooklyn Promenade. 
The City shall require an applicant that proposes the construction of a new 
nonresidential structure or the expansion of a nonresidential structure that 
existed on or before August 19, 2001, to identify any public views of the water 
from Searsport Avenue that exist at the time of the application for a use permit, 
and how the public view, if any, would be impacted by the proposed structure.49
There are 4 designated districts on the National Register of Historic Places: 
Belfast Commercial Historic District (1980), Belfast Historic District (1986), 
Church Street Historic District (1978), and Primrose Hill Historic District 
(1973). The Belfast Commercial 
Historic District includes most 
of the buildings surrounding two 
major intersections. The five-
way intersection at the curve in 
Main Street (intersecting Church 
Street and Beaver Street) and the 
intersection of Main Street and High 
Street. The Belfast Commercial 
Historic District, as the name 
suggests, is mostly commercial 
buildings, while the other three 
districts are mostly residential 
buildings. The Belfast Historic 
District is a mix of residential and 
commercial structures, while the Church Street District includes the 19th century 
mansions of business owners, shipbuilders, and other industrial entrepreneurs. 
Primrose Hill Historic District is located at the intersection of High Street and 
Primrose Street, and includes 5 historic, upper class residences.50  
49   “Section 102-1276 View protection standards for Searsport Avenue Waterfront District.” City of 
Belfast. [Ord. No. 79-2001, 6-5-2001]. https://ecode360.com/28415531. 
50  National Register of Historic Places. Belfast, Waldo County, Maine. National Register # 80000257, # 
86002733, # 78000331, and # 73000150. 
Belfast Historical Society & Museum is a seasonal non-profit that has a vast 
collection of maps, postcards, photographs, and other artifacts specific to Belfast. 
The organization functions mostly as an archive and museum, and less as an 
advocacy group—although the organization has partnered with the City on a 
number of projects. Although not located in Belfast, the other main preservation 
entity in the city is the Brooks Preservation Society. The non-profit works to 
preserve and restore much of the railway and locomotive history in Waldo 
County, including the Belfast & Moosehead Lake Railway. The organization owns 
and operates the City Point Railroad Museum.51 
Given this information, it is clear that the most influential decision maker in 
regards to the built environment is the City of Belfast since there is no local 
preservation ordinance. Our Town Belfast,52 the local Main Street Program Office, 
is the only year-round preservation-balancing factor counter to planning initiatives 
and many Main Street Programs are arguably tourism-centric. 
In 1994, the City of Belfast released a series of 37 recommendations in a report 
called “Belfast Renaissance: A Master Plan for Downtown and the Waterfront.” 
As stated in the Issues and Goals section, this plan was released as a direct 
reaction to the closure of the chicken processing plan in 1993. 
The demise of the poultry industry and the willingness of property owners along 
the entire waterfront to work toward common goals provides a unique window of 
opportunity that is rare in any coastal town.53 
The City goes on to say that evidence of this time of change has been happening 
since the 1980s, with an influx of artists and arts establishments, new interest 
in excursion rail, improvements to downtown buildings, the founding of a Green 
Streets group, and more funding opportunities at state and federal levels. 
The City lists some of its recent accomplishments contributing to this shift: 
expenditures on street and sidewalk improvements, an updated comprehensive 
plan, improvements to zoning, and the dedication of Heritage Park in 1987.54 
The “Belfast Renaissance” recommendations were distributed across four 
51  “About BPS.” Brooks Preservation Society. https://brookspreservation.org/portal/index.php/about. 
52  Our Town Belfast is discussed in more detail later in this chapter. 
53  “Belfast Renaissance: A Master Plan for Downtown and the Waterfront | Status Report on Master Plan 
Recommendations.” City of Belfast. First published in November 1994, status report published November 
2005. https://www.cityofbelfast.org/DocumentCenter/Home/View/126.
54  Ibid. 1994, 3. 
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phases, culminating in a status report in 2005. Most of the recommendations 
concern the clean up and reuse of former manufacturing properties, aesthetic 
street issues, and waterfront revitalization. Some of the more interesting 
recommendations are numbers 1, 4, 5, 10, 12 and 36. Recommendations 1 
(acquire boathouse property as waterfront park) and 4 (demolish Penobscot 
Poultry Plant and Redevelop Site) were completed by MBNA.55 Recommendation 
5 (redevelop Mathews Brothers building site) noted that the building was in good 
enough condition to keep and redevelop, yet instead it was demolished and 
turned into parking and open grass as part of the Belfast Common. This is an 
interesting decision in light of the importance of Mathews Brothers’ as the oldest 
manufacturer in Maine and its role in the city’s shipbuilding history.  
Recommendation 10 (Penobscot Frozen Food building) involved the City wanting 
to turn a large-scale cold storage facility—that was privately owned—into a 
connection point between the downtown and the waterfront. Today, the cold 
storage building still stands: however, the City’s choice of words is interesting in 
the phrasing of this recommendation. 
This is a vital property if the City wishes to “turn the corner” and shed its 
industrial downtown image and open the door to new mixed use development...
development here could jump start further investment in the area and help 
provide the “glue” that links downtown and the waterfront...In the end, the City 
must decide if the public cost of funding an alternative site for frozen food storage 
can be justified for the long term economic development opportunities.56
As a way to encourage the connection between downtown and the waterfront, 
Recommendation 12 (make Federal Street a pedestrian mall) would have 
created a diagonal, direct connection between Main Street and Heritage Park as 
well as the waterfront.57 This was never implemented. 
Finally, Recommendation 36 (make improvements to the Old Route 1 Bridge) 
claimed that non-structural improvements could make the bridge fit for pedestrian 
and bike traffic. The City also recommended building a mini park as the 
centerpiece of waterfront redevelopment.58 The phrasing of this recommendation 
glosses over the historic context of the bridge as being the original crossing 
55  Ibid. 
56  “Belfast Renaissance.” 2005, 11. 
57  “Belfast Renaissance.” 2005, 13. 
58  “Belfast Renaissance.” 2005, 22. 
of Route 1. After the bypass was put in, the 1920 Memorial Bridge was largely 
ignored by the City until it was beyond repair. The City couldn’t just repair the 
bridge but had to build a new concrete footbridge atop reinforced granite piers. 
This new bridge cost $4 million and opened in 2006, and has, indeed, become 
the focal point of the waterfront, connecting the Belfast Harbor Walk and Belfast 
Rail Trail. It signaled a new period of investment by the City government.59 
The Renaissance plan had a comprehensive implementation strategy, despite the 
fact that the plan itself had mixed success. Public/Private Cooperation is listed 
as the first method by way of CDBG grants, city and landowner cooperation, a 
non-profit development corporation, and TIF.60 The TIF implementation strategy 
mentions utilizing the funding to remove poultry infrastructure and focusing on 
Front Street, between Commercial and Main Streets.61 The implemented TIF 
policy has 8 conditions of approval for projects. These range from assisting an 
59  David Lyon. “The art of being small gives Belfast a new frame.” The Boston Globe. April 5, 2009. http://
archive.boston.com/travel/explorene/maine/articles/2009/04/05/the_art_of_being_small_gives_belfast_a_
new_frame/. 
60  TIF or tax increment financing programs generally reallocate funds from tax revenue to fund 
redevelopment, infrastructure, or a community-improvement project within a certain area.
61  “Belfast Renaissance.” 2005, 47-49. 
Map showing all of the Belfast Renaissance 1995 objectives and their status in 2005. Overall, 12 were 
completed by the City, 10 were public projects that had some work done or there was a change of focus, 6 
were public projects that had not yet been done, 7 were private projects completed or started, and 4 private 
projects not done. Map courtesy of the Belfast Renaissance Plan, City of Belfast, 2005. 
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establish business, creating long-term employment opportunities, broadening the 
tax base, improving a distressed area,  or creating public benefits.62 
After the mixed success of the 1994 “Belfast Renaissance” plan, the City of 
Belfast decided to rejuvenate and reinvent the city in the late 2000s, through 
economic support and new preservation and planning methodologies. These 
include becoming a Main Street program, hiring new staff in the economic 
development department, and completing a comprehensive plan. Even before 
these more formal strategies were implemented, the City worked to make a 
name for itself as a city reborn. In 2008, Belfast was named one of America’s “10 
Coolest Small Towns” in Budget Travel magazine.63
The National Trust’s Main Street program has been a huge part of Belfast’s 
preservation and community-planning goals for the last decade. Belfast became 
a Main Street community in 2009, under the name Our Town Belfast. This non-
profit has had a huge impact on the City of Belfast and its relationship with other 
Maine towns. In August of 2018, Our Town Belfast worked with the nine other 
Main Street Maine communities and Maine Downtown Center (the Main Street 
program state coordinator) to launch an interactive web platform. The platform 
highlights local craftsmen and makers, events, and natural assets in the cities. 
According to Anne Ball, Program Director of the Maine Downtown Center:
We’ve learned from the Maine Office of Tourism that today’s visitors seek 
cultural, food, and unique experiences. They want to know about world renowned 
museums in Rockland and Brunswick, the newest restaurants in Belfast and 
Augusta, great boutiques in Biddeford and Bath, cool breweries in Westbrook 
and Saco, and the best festivals in Skowhegan and Gardiner.64
After receiving a grant from the Maine Office of Tourism in 2017, Belfast-based 
web designer Bonneville Consulting began working on the online platform. The 
intention was to create a one stop shop for Main Street tourism. Having all of the 
communities on one portal helps to encourage tourists to visit more than one 
town and enhance their Maine experience.65 
62  “City of Belfast: Tax Increment Financing (TIF) Policy.” City of Belfast. undated. https://www.cityofbelfast.
org/documentcenter/view/1937. 
63  Ibid. 
64  “Network Spotlight: Main Street Maine.” Main Street America. August 2, 2018. https://www.mainstreet.
org/blogs/national-main-street-center/2018/08/02/network-spotlight-main-street-maine. 
65  Ibid. 
Shortly after Belfast became a Main Street community in 2009, the city 
experienced a remarkable period of growth. From fall of 2010 to summer of 
2011, 28 new businesses opened and 19 expanded or relocated.66 These new 
businesses were “filling formerly vacant storefronts and injecting life into a 
downtown once dominated by long-departed heavy industries.”67 New businesses 
included a laundromat, bookstores, clothing retailers, artisan supply, and 
restaurants. This spike in growth is likely at least partially due to the City hiring 
an economic development director in 2010—a vacancy that hadn’t been filled 
since the 1980s. The new director, Thomas Kittridge, was hired with the express 
purpose of attracting and supporting small businesses.68 
However, not everyone was excited about the influx of new businesses in Belfast, 
particularly residents who fear their town is becoming like Camden.69 Many 
local businesses on Main Street like the Belfast Army-Navy Store and Weaver’s 
Bakery70 began to disappear in the early 2010s, to be replaced by businesses 
like Christmas shops and environmental consulting firms.71 Tim Gorldley, resident 
and computer repair shop owner in 2011, thought that Belfast (which had no big 
box stores at the time) needed more “utilitarian” selling everyday goods. Further, 
“there’s a lot of galleries, but less of the stuff you need year round.72 
The third prong of this renewed revitalization effort is marked by a new 
comprehensive plan in 2012. The City sought diverse opportunities for residents 
and business owners, the revitalization of older structures and new development, 
to remain the hub of Waldo County, to collaborate and cooperate with 
neighboring municipalities, and to protect Belfast’s historic and natural assets 
“which have defined Belfast through the generations, and upon which many 
derive justified pride.”73 
The 2012 comprehensive planning process began in 2003, with neighborhood 
66  J. Hemmerdinger. “Booming in Belfast.” Maine Today. July 10, 2011. https://www.pressherald.
com/2011/07/10/booming_2011-07-10/. 
67  Ibid. 
68  Ibid. 
69  Camden has been a New England resort town for generations and lacks the blue-collar and 
manufacturing spirit of Belfast. 
70  The bakery closed its doors in 2013 after 60 years of business on Main Street. 
71  Abigail Curtis. “Is Belfast becoming gentrified? Locals hope it won’t lost its gritty spirit.” Bangor Daily 
News. February 12, 2014. https://bangordailynews.com/2014/02/12/news/midcoast/is-belfast-becoming-
gentrified-locals-hope-it-wont-lose-its-gritty-spirit/. 
72  J. Hemmerdinger. “Boomming in Belfast.” 
73  “City of Belfast Comprehensive Plan.” City of Belfast. 2012. https://www.cityofbelfast.org/
DocumentCenter/View/2281 
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meetings. Some concerns raised in these meetings led to zoning ordinance 
changes years before the comprehensive plan was completed. According to 
the Growth Management Act, the plan includes 12 topic areas. The first one 
is Historic & Archaeological Resources, followed by topics ranging from water 
resources to economy, and from transportation to fiscal capacity and capital plan. 
The Historic and Archaeological Resources section points out that the “area 
located inside of the Route One by-pass...street grid pattern reflects early 
traditional city development and planning.”74 This section also mentions multiple 
ways in which the City partners with preservation groups. Staff from the Belfast 
Historical Society & Museum serve on the Intown Design Review Committee.75  
In 2011, the City worked in partnership with Our Town Belfast to make residents 
aware of historic preservation tax credits, both federal and state. However, by 
the publishing of the comprehensive plan in 2012, no property owners had yet 
taken advantage of this. The plan also mentions that the City was considering 
using funding from TIF to establish a facade improvement program downtown. 
Specifically, TIF funds can be used for historic preservation subsidies, small 
business loans, streetscape upgrades, and transit-oriented developments.76 
However, in 2013, the City announced a facade improvement program funded by 
a CBDG not TIF.77 The City had applied for and been awarded $150,000 through 
the CBDG Micro-Enterprise Assistance Grant.78 
As part of the 2012 comprehensive plan, the City identified designated historic 
resources. The only districts are the four National Register districts: Belfast 
Commercial, Belfast Historic, Church Street Historic, and Primrose Hill Historic. 
A number of sites are individually listed on the National Register. The Maine 
Historic Preservation Commission (MHPC)79 has also identified 3 prehistoric 
archaeological sites in Penobscot Bay and 8 archaeological sites in the city.80 
The tenth section in the plan concerns Transportation. Safety is listed as a key 
issue, mainly with all major intersections with Route 1. In response, the City 
74  Ibid. Section 3.1.1. 
75  Ibid. Section 3.1.3. 
76  Aaron Kimberlin. “Tax Increment Financing as a Historic Preservation Tool.” Blooming Rock. http://
bloomingrock.com/2010/06/16/tax-increment-financing-as-a-historic-preservation-tool/. 
77  Community Development Block Grant; “Business Facade Grant Program.” City of Belfast. https://www.
cityofbelfast.org/documentcenter/view/732. 
78  “City of Belfast Business Facade Grant Program.” City of Belfast. 2013. https://www.cityofbelfast.org/
documentcenter/view/732. 
79  MHPC is the Maine State Historic Preservation Office (SHPO) 
80  “City of Belfast Comprehensive Plan.” Section 3.1.4-5. 
placed intersection improvements as high priority in the plan. From 2005 to 2010, 
the City implemented some changes at four of these major intersections but still 
did not feel as though the issues were solved. A variety of traffic studies indicated 
that congestion in town is at acceptable levels, but there is congestion on the 
bypass just before the Veterans Memorial Bridge, likely due to access ramps.81  
The Transportation section also highlights how the City has utilized the bypass to 
control development. For instance, the minimum lot size within the bypass is 1/4 
of an acre so as to encourage dense growth. The City has also encouraged both 
retail development and larger-scale employers to locate immediately adjacent to 
the bypass.82 This limits congestion within town but allows for close proximity to 
services. The plan notes that most of the City’s parks, half of the schools, and 
most retail establishments are within the bypass. This inner area is connected 
by neighborhood-scale sidewalks and streets. However, outside the bypass, 
accessibility is limited to roadways and there are few sidewalks. An ongoing 
issue is the connectivity of this outer-bypass to its immediate surroundings and 
to the inner-bypass.83 An added element to this is that High Street and Northport 
Avenue (formerly Route 1) are still owned by the state not the city. 
In conjunction with releasing the comprehensive plan, the City also launched two 
new signage campaigns. The first, to capture more visitors from Route 1 and the 
second, to showcase the city’s historic downtown. In 2012, the City Council voted 
to spend $13,000 on 15 new directional signs along Route 1 and nearby roads. 
81  Ibid. Section 3.10.1-2, 4. 
82  Ibid. Section 3.10.5. 
83  Ibid. Section 3.10.6. 
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In consultation with Our Town Belfast, the City decided these signs should be 
functional but also aid in branding the city. City Planner Wayne Marshall pointed 
out that the signs would not only guide people to town, but encourage them. 
Driving northbound on Route 1, the sign “now advertises ‘Historic Belfast’ and 
promises ‘Easy off, Easy on,’ aiming to ease drivers’ anxiety about finding their 
way back to Route 1, since the old signage did not offer an explanation of how 
far it is to downtown.”84 The second signage campaign was in partnership with 
the Belfast Historical Society, and placed 30 interpretive signs and 2 large maps 
around town showcasing photos and the history of town. 
84  Tom Groening. “‘Turn here for Belfast’ signs win approval.” Bangor Daily News. May 2, 2012. https://
bangordailynews.com/2012/05/01/news/midcoast/turn-here-for-belfast-signs-win-approval/. 
This three-pronged approach to city revitalization has not gone unnoticed in 
Maine. In 2015, Belfast held the annual GrowSmart Maine Smart Growth Forum. 
The non-profit held the event in Belfast, since it is the “city that has pioneered” 
the creative economy movement in Maine and is “a success-story for arts and 
economic prosperity.”85 
Policy Assessment 
According to the City of Belfast’s and the Belfast Historical Society’s websites: 
The rerouting was seen by some as the death knell for a once-vibrant shire town, 
but in hindsight the bypass preserved the city’s heart and soul and in the 1980s 
a rebirth began. Public and private investment restored some of the past luster. 
The arts flourished, the railroad was revived for tourist excursions, and the stately 
houses and commercial buildings were restored.86
However, can all of this truly be attributed to the highway? Belfast has undergone 
three major transformations in the 1980s, mid-1990s, and the early 2010s, all 
driven by the business environment and the City, not the highway. 
Belfast’s transition began in the 1980s, when artists and back-to-landers began 
to fill the void left behind by manufacturing workers, who had left to seek 
employment elsewhere. However, the city was still struggling by the 1990s, when 
MBNA was “a shot of adrenaline to the Midcoast’s anemic economy.”87 According 
to former-Mayor and City Councilor Mike Hurley in 2015, “MBNA carpet-bombed 
Maine with the most generous donations, never before seen, and never again 
to be seen.”88 He was referring to how Cawley and MBNA built the Hutchinson 
Center in 2000, and made a deal with University of Maine to have a campus 
there, leasing the building for $1 per year. The company donated to schools, built 
the Waldo County YMCA, and helped renovate the Belfast Free Library. A lot of 
the green space downtown today, is thanks to MBNA. The company took over the 
Penobscot Poultry plant, cleaned it up, and turned it into the Belfast Common—a 
harborside park. MBNA built Steamboat Landing Park and then deeded it, along 
with the Belfast Boathouse, to the City. And the company’s investments were not 
85  “Belfast Smart Growth Forum: Arts, Culture, and Economic Prosperity in Maine.” GrowSmart Maine. 
2015. https://growsmartmaine.org/events/smart-growth-forums/belfast/. 
86  “The History of Belfast, Maine.” The Belfast Historical Society. https://www.belfastmuseum.org/history/. 
87  Tom Groening. “MBNA and the Midcoast Miracle.” Island Journal. undated. http://www.islandjournal.com/
article/mbna-and-the-midcoast-miracle/. 
88  Curtis. “Belfast still benefitting from defunct MBNA.” 
2012 sign on Route 1, heading southbound before the Veterans Memorial Bridge and The Museum in the 
Streets sign at the footbridge, former site of the Armistice and Lower Bridges. Photos by author. 
just related to the built environment. MBNA also administered a Maine Scholars 
program, giving college scholarships to Maine high school graduates.89 This kind 
of philanthropy left a mark on the city and set it on a new trajectory. 
Even though MBNA doesn’t have a presence in Maine anymore, it is 
still positively influencing the city. Senior vice president David Tassoni at 
Athenahealth stated that the reason they decided to come to Belfast was “the 
foundation that MBNA built, both physically and culturally.”90 After a tech company 
moved to Belfast in 2015, Hurley stated that “had MBNA not come here, I highly 
doubt any of this would be here.”91
The mid-1990s were also marked by the “Belfast Renaissance” plan, which 
included language about shedding the city’s industrial image, despite the fact 
that residents value this heritage—as evidenced by how residents dislike the 
idea of becoming sanitized like Camden further south on Route 1. The 2006 
vibrancy study even listed “We’re Not Like Camden” as a strength of the city.92  
Today, Belfast markets itself as the “more laid-back and less touristy” version of 
Camden.93 Despite these complicated motivations, the “Belfast Renaissance” 
plan did succeed in getting the City to think about its needs and motivate private 
property owners and businesses to join the effort. The most prevalent example of 
this is MBNA and Charles Cawley. 
The third major transformation began in the late 2000s, when the City began a 
renewed effort to rejuvenate and reinvent the city. The three-pronged approach 
utilized preservation, economic, and planning methods through becoming a 
Main Street program community, hiring an economic development director, and 
completing a comprehensive plan through the Growth Management process. 
Given the influencing factors spurring these three moments of transformation in 
Belfast, it is unclear what the direct effect of the bypass has been other than the 
obvious traffic alleviation. However, despite the unclear impacts of Route 1 on 
the preservation and vibrancy of Belfast, it is clear that the highway has greatly 
affected the way the City plans. The City’s first zoning ordinance was adopted 
in 1934, shortly after route designation, to handle development downtown and 
89  Curtis. “Belfast still benefitting from defunct MBNA.” 
90  Curtis. “Belfast still benefitting from defunct MBNA.” 
91  J. Hemmerdinger. “Booming in Belfast.”
92  “Creating Vibrancy in Belfast Maine.” 24. 
93  Mary Rouff. “Maine Mini Adventure: See what all the fuss is about in Belfast.” Maine Today. http://
mainetoday.com/maine-travel/maine-mini-adventure/maine-mini-adventure-see-fuss-belfast/. 140 141
Main Street, eastern side, between Beaver Street and High Street. Photo by author. 
Main Street, eastern side, between High Street and Cross Street. Photo by author. 
around the highway. Fast forward to the zoning of today, and the city is divided 
into inner and outer bypass areas. This makes sense since the two areas have 
very different characters: densely populated, urban inner-bypass versus the 
less-dense, and more open outer-bypass. However, by categorizing the city in 
a binary way, this divide between inner and outer bypass is only going to get 
bigger. Ownership of roadways also influences the way the City plans today. The 
former path of Route 1 (Northport Avenue and High Street) is still owned by the 
State.  
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Timber mills are constructed along the Union River
Revolutionary War ends, county is given to Lafayette’s cousin (French Grant)
William Bingham of Philadelphia acquires the French Grant 
Traders granted licenses for retail from the General Court in Massachusetts 
The name Ellsworth first appears 
First bridge is built over the Union River 
Settlement recognized as a town, sends a representative to the General Court 
First substantial wooden ship built, beginning the shipbuilding era  
Manufacturing center with sawmills, cloth and grist mills, & blacksmith shops
Ellsworth becomes the county seat of Hancock County 
Population reaches 2,300
Ellsworth incorporates as a city with 5,300 residents 
Population drops to 3,000 
The Union River floods and ends the city’s shipbuilding era 
Great Fire of 1933 destroys most of Main Street and 130 buildings 
MaineDOT offers Ellsworth bypass for first time - stopped by business owners 
16% rise in population between 1930 and 1940 
City offered bypass again - stopped by highway commissioner 
High Street is built up as a commercial corridor 
Ellsworth Historical Society is founded 
Ellsworth adopts a local historic preservation ordinance 
Comprehensive plan released
Population reaches 6,500 
44 reported collisions the intersection of Main and High Streets (Route 1 turn)
Survey reveals 72% of residents in favor of a bypass 
An update to the 1992 comprehensive plan is released 
Population reaches 7,800 (with 2,500 additional residents in the summer) 
Ellsworth: Key Dates 
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Union River Bridge, Facing Downtown, NE
c. 1910
2019
The Union River Bridge 
is the crossing into town 
on Main Street, heading 
northbound along Route 
1. The steel bridge 
pictured in the top photo 
was swept away in the 
flood of 1923, which 
caused $300,000 of 
damage to the town and 
signaled the end of the 
shipbuilding era. 
A concrete arched bridge 
replaced the original 
truss bridge. This bridge 
is still the crossing today 
along Route 1. 
Union River Bridge, Facing Away From Downtown, SW
c. 1945 
2019
Mature vegetation has 
drastically changed the 
automobile experience of 
the concrete Union River 
Bridge. In the 1940s, 
cars and pedestrians 
could still see the historic 
buildings dotting Route 1 
along the southwestern 
curve of the street. 
All caption information is observational or from the main text in the following section 
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c. 1910
Main Street at 
Water Street, SE
Unlike the northern side, the 
continuous streetwall on the 
southern side of Main Street is 
largely unchanged. The most 
noticeable alterations are slight 
changes to the rooflines, removed 
chimneys, and altered street-level 
store fronts. 
The street layout has slightly 
changed from the 1940s to today. 
Although there is still one lane of 
traffic, parking has changed from 
angled to parallel. The streetlamps 
have been replaced with similar 
luminaires, but are double lights 








The northern side of Main 
Street / Route 1 has long had 
a continuous streetwall with an 
undulating roofline. Many of the 
gable-front frame structures have 
been replaced with flat-roof brick 
buildings. This likely happened after 
the Great Fire of 1933. 
The relatively monumental corner 
building has been extended further 
north along Main Street since 
the 1930s, to include 6 instead 
of 3 bays. The commercial level 
in-fill was constructed to blend 
seamlessly with the older building. 
The street experience is largely the 
same as the late 19th century, aside 
from the presence of automobiles. 
Many storefronts still have awnings 
and the same sense of scale. The 
main changes are the building 
materials and the shift from gable 
front to flat roofs. 
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City Hall & Congregational Church, State Street
c. 1945
2019
After the Great Fire of 
1933, the City decided 
to take the opportunity 
to create more parking 
between Main Street 
and State Street to serve 
both city employees and 
visitors. 
A new City Hall was 
constructed, which is 
visible from Main Street 
through a view corridor at 
Franklin Street and City 
Hall Plaza. 
The Congregational 
Church was also built 
after the fire. Both are 
listed as local landmarks 
and on the National 
Register. 
The Grand, Main Street 
1938
2019
The 1933 fire was 
started by an arsonist 
in a theater on Main 
Street. The replacement 
theater, The Grand, was 
completed in 1938. 
It was designed in the Art 
Deco style and includes 
5 storefront spaces and 
a two-story auditorium in 
the rear. 
The theater closed in 
1962, and remained 
vacant until 1975. Today, 
The Grand is a non-
profit performing arts 
and community center. 
The building is a local 
landmark and is listed on 
the National Register. 
Photographs and postcards from Maine Memory Network:
Penobscot Marine Museum 
 Union River Bridge, NE, c. 1910 - page 148
Maine Historical Society  
 Main Street at Water Street NE, c. 1890 - page 150
 Main Street at Water Street NE, c. 1935 - page 150
 Main Street at Water Street, SE, 1948 - page 151
Ellsworth Public Library 
 Main Street at Hancock Street, W, 1939 - page 154
Wikimedia Commons: 
 Union River Bridge, c. 1945, SW - page 149
 Main Street at Water Street, SE, c. 1910 - page 151
 City Hall & Congregational Church, State Street, c. 1945 - page 152
 Main Street at Hancock Street, W, c. 1945 - page 154
The Grand: 
 The Grand, Main Street, 1938 - page 153








This view looks west down Main 
Street / Route 1, and is the view 
of a driver heading southbound on 
Route 1. The scale of downtown has 
not changed since the 1930s, with 
many of the buildings constructed 
after the Great Fire of 1933 still 
standing. 
One of the most iconic features of 
Main Street is the curve of the street 
after the Union River Bridge to the 
southwest before Route 1 turns 
northwest onto Bucksport Road. 
Perhaps the most prevalent building 
on Main Street is The Grand theater, 
to the left in the bottom two photos. 
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History & Urban Development 
The area within today’s boundaries of the City of Ellsworth, was originally settled 
around 1763. The exact date is unknown, but the city today views 1763 as its 
official founding. However, the story starts in 1762, when Samuel Livermore 
was surveying the area. He travelled to the river, then called Mt. Desert River, 
and renamed it Union River since it was the dividing line between two recently 
surveyed townships. This river is what gave Ellsworth life. People began to 
build mills along it to use it as a power source and for shipping goods. The 
first permanent mills were built by Benjamin Milliken in 1767. Since Maine was 
considered a British colony, but part of the distant Province of Massachusetts, 
land ownership was somewhat nebulous. There was no unified effort to improve 
the land, therefore the settlement did not grow at a rapid pace in the early years. 
This did not stop the lumber business, however, since there were no regulations 
or taxes. The first traders in the settlement were granted licenses for retail from 
the General Court in Massachusetts in 1793.1
The situation got a little awkward after the Revolutionary War when the 
General Court granted much of the land that would later become Hancock and 
Washington Counties to the family of Lafayette. A cousin of Lafayette received 
half of Mount Desert Island along with much of modern-day Ellsworth and 
Hancock County. The settlers, who had lived on the land for twenty years, had 
to buy or rent their land from the French noblewoman. This was called the 
French Grant and most of it was later acquired in 1792, by William Bingham of 
Philadelphia. The only other large landowner in Ellsworth became Leonard Jarvis 
of Massachusetts.2 Despite both men investing in roads and mills, the town 
developed slowly and the name “Ellsworth” didn’t even appear until 1800.3 
The first bridge across the Union River was built in 1805, and businesses quickly 
began to spring up around it. In 1809, Ellsworth sent its first representative to the 
General Court. Perhaps morbidly, the City’s bicentennial celebration publication 
notes that the first murder in Ellsworth took place in 1815, when Mary Adams was 
killed with an ax.4 
1  “Ellsworth, Maine 1763-1963: Bicentennial Celebration.” Unknown publisher, perhaps the City of 
Ellsworth. 1-2. 
2  Ibid, 2-3.
3  The town was named after Oliver Ellsworth, the third Chief Justice of the United States Supreme Court.
4  “Ellsworth, Maine 1763-1963.” 4.
After the War of 1812, Ellsworth’s business focus began to shift. Lumbering had 
been the chief enterprise, but it was practiced by small operators and not on an 
organized or industrial scale. Although the industry consolidated somewhat in the 
1810s, another business was on the rise: shipbuilding. The first substantial ship 
was completed in 1816. By the time the shipbuilding industry began to die out in 
the 20th century, Ellsworth 
had produced nearly 200 
vessels. In support of the 
shipbuilding trade, Ellsworth 
became a manufacturing 
town by 1820, and included 
sawmills, cloth mills, 
blacksmith shops, and grist 
mills.5 
By 1837, Ellsworth had 
become the largest town in the area and was made the county seat of Hancock 
County, which had been incorporated in 1789. In 1850, the population was about 
5  “Ellsworth, Maine 1763-1963,” 4-5.
Hancock County in 1804. Ellsworth is located just north of Trenton on the Union River. It is not marked, 
signifying that Ellsworth had not yet become a center of trade in the region. Map courtesy of Map Geeks. 
Shipbuilders c. 1850. Courtesy of Darlene Springer Collection. 
there were some additional smaller dam failures, it was the failure of the dam at 
Graham Lake that caused the majority of damage in 1923, estimated at $8 million 
dollars worth. The 1923 flood was not the first time the Union River had flooded. 
In fact, 90 years earlier in 1830, a serious flood had damaged the Union River 
Bridge and cost the lumbering industry thousands of dollars. However, the 1923 
flood was distinct because it effectively ended Ellsworth’s shipbuilding era, since 
most of the industry’s buildings and wharfs along the river were never rebuilt.8 
Additionally, the Ellsworth Foundry, Union River Bridge, multiple stores, a theater, 
and many storehouses were lost. The wooden buildings were lifted by the high 
waters and carried downstream, only to be dashed to pieces.  
8  “Ellsworth 250” 9-10. 158 159
2,300, and doubled by 1860. During this time, the lumber business employed 
around 500 men. Ellsworth was granted status as a city in 1869, and that same 
year Hancock Hall was built to serve as their city hall. The population continued 
to climb until 1870, when Ellsworth reached 5,300 residents. By 1920, this 
figure had dropped to just 3,000. A freight railroad was constructed to connect 
Ellsworth to Bangor in 1884, and a passenger train followed in 1887.6  But even 
this didn’t seem to help the struggling city. A shoe factory and wool mill tried to 
fill the industry void but they didn’t last long. The city’s population continued to 
decline until after World War I when a new commodity began to change things for 
Ellsworth: the automobile.7 
Although the first car was brought to Ellsworth in 1905, it wasn’t until the 1920s 
that the city began to transform into the shopping center of the region. This was 
the first time Ellsworth had been a center of trade instead of manufacturing since 
its early settlement.
However, the city experienced two natural disasters that put progress on hold: 
a flood and a fire. The first of these disasters, the flood of 1923, was caused by 
multiple dam failures over several days on the Union River and Graham Lake. 
Graham Lake, located 4 miles north of downtown, had been formed after the 
construction of an earthen hydro-electric dam constructed in 1922. Although 
6  “Ellsworth 250.” The Ellsworth American. http://ellsworth250.com/site/images/pdf/Ellsworth250.pdf. 14. 
7  “Ellsworth, Maine 1763-1963.” 5-6. 
1881 Ellsworth village plan. Courtesy of the Southwest Harbor Public Library Digital Archive. 
Flood of the Union River in 1923. It swept away the steel truss bridge and many businesses downtown. 
Courtesy of Maine Historical Society. 
continued to today. The largest increases were a 16% rise from 1930 to 1940, 
and a 15% rise from 1990 to 2000. This is a jump from 3,550 in 1930, to 6,500 in 
2000. In 2017, the population was around 7,800. The City of Ellsworth estimates 
that the population grows by as many as 2,500 in the summer months.12 This is 
an increase of more than 30%. 
Some potential explanations for the most recent spike in population growth are 
the expansion of Jackson Laboratories on Mount Desert Island, the growth of 
retail trade in Ellsworth outside of the city center, and the fact that Hancock 
County has also seen a rise in year-round residents.13 
Today, the two most distinct areas of town today are the Main Street and High 
Street corridors, both of which run along Route 1. Main Street is largely the 
same as it was after its reconstruction in the 1930s. High Street was built up as a 
commercial center in the 1960s and 70s, as a way to compete with Bangor.14 
This is the true epicenter of Ellsworth’s economy as opposed to Main Street. 
Businesses along High Street before Route 1 splits into Route 3 (which goes 
to Acadia National Park) include numerous gas stations, banks, fast food 
establishments, rental cars, outdoor sporting good shops, clothing stores, a 
large-scale supermarket, and a few major hotels. Conversely, Main Street 
12  “Ellsworth Comprehensive Plan Update.” Ellsworth Comprehensive Planning Committee. 2004. https://
www.ellsworthmaine.gov/wp-content/uploads/2016/10/Comprehensive-plan.pdf.  A-2.
13  “Ellsworth Comprehensive Plan Update.” D-5.
14  Bangor is located about 28 miles northwest of Ellsworth, today traversed by highway 1A. 160 161
Unlike other Maine towns, Ellsworth had been relatively lucky in regards to fire. 
No devastating fires destroyed the town in the 19th century. However, Ellsworth 
had its first major conflict with fire in 1930, when the Hancock County Courthouse 
burned to the ground and took two firefighters’ lives.9 This was devastating 
enough, but more was to come. Just three years later in 1933, a fire broke out 
just off of Main Street. Fourteen nearby towns sent fire engines and firemen 
to help battle the blaze, but “by the time daylight came on Monday morning 
the center of the city of Ellsworth had simply disappeared.”10 Miraculously, no 
lives were lost, but 130 buildings were destroyed.11 Although these events were 
devastating to the city at the time, today Ellsworth is considered one of the most 
complete Main Streets and downtown centers since nearly all the buildings date 
to between 1933 and 1935. 
The 1930s also brought a change in population trends. The population had been 
steadily dropping since 1870. Between 1910 and 1920, the population dropped 
by 17%. However, a period of population rise began in 1930 and this rise has 
9  “Ellsworth 250.” 16. 
10  “Ellsworth 250.” 18. 
11   “Ellsworth, Maine 1763-1963. 6-7. 
Main Street, Ellsworth. Courtesy of Greg A. Hartford, Acadia Magic. 
The Great Fire of 1933. Courtesy of The Ellsworth American and the Darlene Springer Collection. 
businesses include a homeless shelter, optician, newspaper office, hair salon, 
bookstore, a variety of coffee shops, local restaurants, theater and community 
center, small food market, and a few oddities and craft shops. Main Street / Route 
1 parking needs are met with parallel parking on the street and a free parking lot 
behind the northern side buildings in front of City Hall. 
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High Street commercial strip. Photo by Shreya Ghoshal. 
Longitudinal Analysis 
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A change in building material is immediately apparent between 1929 and 2019. This is due to the 
Great Fire of 1933, which very clearly destroyed most of Main Street. The City made the most of 
the disaster and rebuilt in brick—constructing a new, more grand City Hall and City Hall Plaza with 
parking. This area immediately north of Main Street became the governmental center of Ellsworth, 
and is also where the only local historic district is located. The character of Water Street has also 
changed since 1929. It has been built up with larger buildings, with a higher concentration of brick 
and steel construction. The cluster of brick buildings near the bottom of High Street, signals the 




Heading northbound, Route 1 merges onto Main Street at West Main Street / Route 172 (above). 
The way the intersection is designed encourages drivers to merge left to head into downtown 
Ellsworth. Traffic on Main Street does not stop. The first view of downtown is at the crossing of 
the Union River (below). There are two traffic lights in downtown Ellsworth, at either end of Main 
Street. Northbound drivers have the option to turn left onto Water Street / Route 230 at the first of 
these traffic lights to effectively bypass Main Street. From Water Street, drivers have numerous 
opportunities to utilize streets parallel to Main Street to get back to Route 1, which as turned to 
become High Street by this point. 
If travelers choose to stay on Main Street / Route 1 (following page, above), then drivers pass 
through the historic core of Ellsworth—its Main Street lined with 1930s architecture. The street 
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is one lane in either direction and lined with parallel parking spots. There are seven pedestrian 
crossings before drivers reach the next traffic light at Main Street and High Street, where Route 1 
turns southeast. This stretch of High Street is both Route 1 and Route 3, until they split apart after 
2,000 feet. 
Immediately after Main Street, High Street (below) is a much newer commercial center, mostly 
developed after the 1960s. The highway becomes two lanes in either direction with a turn lane in 
the middle. There is also less building type and style consistency, and a lack of a continuous street 
wall. Instead of more communal parking options, parking lots are tied to specific businesses along 
High Street. Additionally, the powerlines have not been moved below ground, as they have on 
Main Street. 
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Planning & Preservation Development 
The preservation movement found its first foothold in Ellsworth in 1978, when the 
Ellsworth Historical Society (EHS) was founded. This all-volunteer organization 
focuses on collecting, preserving, and interpreting objects, documents, and 
archaeological materials for the City of Ellsworth.15 EHS operates a seasonal 
museum in July and August. In 1979, the City of Ellsworth adopted a historic 
preservation ordinance. The ordinance provides a variety of levels of historic 
designation (historic district, historic site, historic landmarks, and cultural 
resources) and created a Historic Preservation Commission to oversee these 
resources. There are 38 locally designated historic sites and landmarks, and 
only 1 local historic district. The sole historic district is concentrated around State 
Street, which runs parallel to the Union River and perpendicular to the north 
of Main Street / Route 1. The City also has a Unified Development Ordinance, 
regulating construction practices not the actual design of the structures. 
The current comprehensive plan is a 2004 revision of the 1992 comprehensive 
plan. According to this 2004 revision, the City and Commission proposed the 
expansion of the local historic district.16 Part of the proposed expansion was to 
include portions of Main Street / Route 1, not just sites along the Union River 
and State Street. Main Street has not been designated. Other priorities were 
listed in the 2004 revision to better protect the city’s identified historic resources. 
These include identifying more wharves and historic sites along the Union River; 
15  “The Ellsworth Historical Society.” Ellsworth Historical Society. http://www.ellsworthme.org/ellshistory/.
16  “Historic Preservation Ordinance.” City of Ellsworth. Adopted 1979, amended 1984.
protecting stone walls, mill dam sites, and abandoned cemeteries; establishing 
design guidelines for certain historic neighborhoods; establishing preservation 
easements; creating more mapping resources of the city’s historic resources; and 
creating financial incentives for property owners.17 
Interestingly, the 2004 revision also briefly mentioned identified threats to 
the city’s historic resources. These include water erosion and damage to 
archaeological sites along the Union River and Graham Lake, inadequate 
communication to the Commission when developments may affect 
archaeological sites, low levels of community support for historic preservation, 
and also the concern that road expansions may destroy historic structures and 
sites. These road expansions include, but are certainly not limited to Route 1.18 In 
a conversation with former Assistant Planner and current Economic Development 
Director Janna Richards, she pointed out that this communication issue has 
been solved, and indeed, communication between different disciplines (planning, 
preservation, economic development, transportation) is very open. This is best 
exemplified by the Technical Review Team, which has a representative from all 
city departments.19 
The 2004 comprehensive plan also contains a brief analysis of transportation 
changes from 1991 to 2004. Surveyed residents listed traffic congestion as the 
most frequently identified thing they disliked about Ellsworth. Poor condition 
of roads and lack of alternative transit options were other criticisms. The 2004 
survey revealed that 72% of residents were in favor of building a bypass around 
the commercial center.20 The City of Ellsworth surveyed residents again in 2015 
as part of their Visioning Project for Ellsworth’s future. This survey was not 
about the bypass issue and yet the topic still found its way into the results. One 
respondent wrote “lack of bypass” as worst thing about the city.21 This illustrates 
that the bypass question has not yet faded from the public’s mind. 
Ellsworth has been grappling with this question since 1933, when city officials 
first considered building a bypass. This was just 7 years after Route 1 had been 
designated as a national route in the 1926 U.S. Numbered Highway System. 
17  Ibid. 
18  Route 1A and Route 3 are also major thoroughfares in town. 
19  Janna Richards. Interviewed by Madeline Berry. In person interview. Ellsworth, Maine. April 26, 2019. 
20  “Ellsworth Comprehensive Plan Update.” Ellsworth Comprehensive Planning Committee. 2004. https://
www.ellsworthmaine.gov/wp-content/uploads/2016/10/Comprehensive-plan.pdf.  D-1.
21  Ibid. 63. 
The sole local historic district in Ellsworth along State Street. Route 1 is highlighted in salmon. It follows 
Bucksport Road, Main Street, and High Street through town. Courtesy of the City of Ellsworth. 
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It is unclear how city officials and residents felt about the bypass at this point 
in time; however, it is clear that the reason it didn’t move forward is because of 
local business owners. A 1933 article in the Ellsworth American titled “Ellsworth 
Merchants Object To By-Pass,” states that the “Ellsworth merchants do not want 
relief from through traffic; they want more of it.”22 This strong opposition could 
have been from struggles relating to the Great Depression. Business owners 
likely saw the bypass as another potentially devastating financial blow. There 
were doubtless other physical considerations surrounding the bypass, but the 
most prevalent reason it never happened was the strong business opposition.  
But what would a bypass have looked like? The proposed route in 1933 would 
have split southward before reaching the Union River and then crossed a new 
bridge and dam between Deane and Washington Streets. This would have drawn 
drivers passed the Black House, one of Ellsworth’s local landmarks, created 
a new dam to regulate the river, and alleviated traffic downtown.23 If this had 
happened, Ellsworth would be radically different today.  
The debate started again in the 1960s, when MaineDOT offered bypasses to 
five cities: Ellsworth, Belfast, Camden, Damariscotta, and Wiscasset.24 A 1967 
proposal was presented to Ellsworth after a MaineDOT study. This proposal 
recommended placing the bypass further south than the 1933 proposal, and 
would have left Main Street even further from the highway. An alternate proposal 
in 1967, was to widen High Street to four lanes, remove parking on Main Street, 
and widen Oak Street, State Street, and the Union River Bridge.25 
Residents and city councilors at the time decided to pursue both proposals (a 
bypass and High Street widening) as a two phase project with an anticipated 
completion in 1971. The reasoning for this was, that although a bypass would 
cut traffic along Main Street and High Street, there would still be too much for 
the existing roads to handle—especially considering future growth. A 1970 public 
meeting with the State Highway Commission drastically changed Ellsworth’s 
course. There was concern for the historic Black House, residents didn’t want 
another bridge across the river, and downtown business owners were again 
22  Taylor Bigler Mace. “Would a bypass have prevented Main Street’s business woes?” The Ellsworth 
American. April 28, 2016. https://www.ellsworthamerican.com/maine-news/bypass-prevented-main-streets-
business-woes/. 
23  Aaron Porter. “A Downtown Ellsworth Bypass: Could it Help? Could it Hurt?” The Ellsworth American, 
July 14, 2005. http://ellsworthamerican.com/archive/2005/07-14-05/ea_bypass_07-14-05.html. 
24  Only Belfast and Damariscotta ended up building bypasses.
25  Aaron Porter. “Bypass Discussion Started 70 years Ago.” The Ellsworth American, July 14, 2005. http://
ellsworthamerican.com/archive/2005/07-14-05/ea_bypass_07-14-05.html.
concerned about less people driving by. A non-binding vote was taken and 
resulted in 93-11 against the High Street project and 91-17 in favor of the bypass. 
However, Highway Commissioner David Stevens considered the High Street 
widening project more critical than the bypass. Since Stevens and the Main 
Street business owners favored the High Street project, eventually it won out and 
the bypass project was dropped in spite of prevailing public opinion.26 
The debate started again with the 1992 comprehensive plan, but didn’t really gain 
any traction. In 2004, city councillors pushed for a bypass yet again but ultimately 
decided to abandon the project. The City did not have much hope that it would 
ever happen. In addition to the not-surprising opinion of downtown business 
owners, City Councilor Larry King stated that “nobody in southern Maine is 
going to vote to spend a $100 million in Ellsworth” by way of state transportation 
bonds.27 Regardless of how the State of Maine would vote, it is surprising that 
the City did not push for a bypass, especially considering the 2004 survey results 
mentioned previously, which were overwhelmingly in support of a bypass. Since 
the bypass plan did not move forward, MaineDOT decided to (again) widen High 
Street to allow better traffic flow. However, this widening only extends as far as 
the commercial strip along High street / Route 1 until the Route 3 split. All the 
26  Aaron Porter. “Bypass Discussion Started 70 years Ago.”
27  Aaron Porter, “Consensus Anyone???”
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traffic going to Acadia National Park is forced down to fewer lanes, creating a 
bottleneck effect.28 
In 2005, State Senator Dennis Damon from Hancock County lamented how long 
the issues in Ellsworth have been ignored. He believes the issues Ellsworth has 
now (traffic congestion and a dying Main Street) are due to long term inattention. 
“We have successfully avoided the issue to our own detriment.”29 The highway is 
also a safety issue. Between 2001 and 2003, there were 44 reported collisions at 
the intersection of Main Street and High Street—where Route 1 makes a near-
90-degree turn southward.30 
The City has tried to utilize zoning to fix some of these issues—traffic and 
an empty Main Street. Additionally, Ellsworth’s zoning is relatively complex 
considering the city’s size. Most of Main Street is within the Downtown (DT) 
district. Interestingly, this district does not mirror the direction of Main Street but 
rather extends perpendicular from Main Street both north and south. According 
to the zoning ordinance, “it is the intent of this zone to provide for a mixture of 
uses such as commerce, culture, and residential.”31 Thus the district allows for a 
mixture of uses with the focus of creating a dense, walkable environment. 
Route 1 (on the southern approach to Ellsworth) and the commercial strip along 
High Street (after the SE turn in Route 1) is designated Urban (U). Urban districts 
are a mix of commercial and dense residential use. Coastal areas along the river 
are designated as General Development (GD). Both the Downtown and Urban 
districts are categorized as General Land Use Zoning Districts, while General 
Development Districts are Shoreland Zoning Districts. 
Shoreland Zoning Districts were adopted in 2009, to protect wildlife resources 
along the Union River and in wetland areas, conserve the landscape and 
access points, conserve open space, and to protect archaeological and historic 
resources along the riverfront. Many of these resources are shipwrecks. 
The General Development District is located in areas already developed for 
industrial, commercial, or recreational uses.32 The regulations for Shoreland 
28  Aaron Porter. “A Downtown Ellsworth Bypass: Could it Help? Could it Hurt?”
29  Aaron Porter. “Consensus Anyone??? The Road From Here.” The Ellsworth American. August 4, 2005. 
http://ellsworthamerican.com/archive/2005/08-04-05/ea_bypass_08-04-05.html.
30  Aaron Porter. “A Downtown Ellsworth Bypass: Could it Help? Could it Hurt?” 
31  “Chapter 56: Unified Development Ordinance, Article 3.” City of Ellsworth. Amended May 21, 2018. 
https://www.ellsworthmaine.gov/wp-content/uploads/2018/07/ord56_0300_Unified_Devlopment.pdf. 4. 
32  “Chapter 56: Unified Development Ordinance, Article 4.” City of Ellsworth. Amended Nov 19, 2012. 
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the opening of Atlantic Art 
Glass, located on Hancock 
Street, just off of Main 
Street and High Street. The 
studio and learning space 
brought craft to Ellsworth 
and began to transition the 
downtown from a retail-
driven to “experience-
driven” economy.36  
Richards is not the only one to notice the change in Ellsworth in recent years. In 
December 2018, the Bangor Daily News published an article titled “How turning 
Ellsworth into an ‘experience’ revived its downtown.” The article notes that 
“despite the occasional lingering empty storefront,” Ellsworth is “luring [people] 
in with specialty foods, locally brewed beer, unusual merchandise, handcrafted 
items made in the area and entertainment.”37
This reinvention of Main Street from retail-based to experience-based is 
encouraging, but the shift has not been very swift. Storefronts, both large 
and small, are still vacant. Ellsworth released an Economic Development and 
Business Attraction Plan in 2011. The plan does not refer to Main Street, but 
instead provides strategies for downtown as a whole. Downtown and Waterfront 
Improvement recommendations are isolated to Water Street, and promote 
better access to the river. The plan also proposes more investment in the 
City’s industrial park, more regional collaboration, and increased activism and 
marketing. The 2011 plan mentions that the City should better exploit its proximity 
to Acadia and Bar Harbor, and try to increase collaboration and dialogue between 
business owners.38 
Richards also mentioned that she doesn’t view Main Street as Route 1, and 
neither do many residents. It does not have the feel or scale of a highway like the 
High Street section does. 
36  Janna Richards. Interviewed by Madeline Berry. In person interview. Ellsworth, Maine. April 26, 2019. 
37  Bill Trotter, “How turning Ellsworth into an ‘experience’ revived its downtown.” Bangor Daily News. 
December 27, 2018. https://bangordailynews.com/2018/12/27/news/hancock/how-turning-ellsworth-into-an-
experience-revived-its-downtown/. 
38  “Economic Development and Business Attraction Plan.” City of Ellsworth. October 3, 2011. https://www.
ellsworthmaine.gov/wp-content/uploads/2016/06/businessattractionplan.pdf . 24. 
Zoning Districts are more strict and comprehensive than for General Land 
Use Zoning Districts. For instance, requirements include shoreline setbacks, 
maximum heights, maximum lot coverage, minimum setbacks from right-of-way, 
campground  and parking lot restrictions, and even timbering restrictions.33 This 
care and attention to water-related resources is unique and testifies to the value 
the City places on natural resources. 
According to the 2011 “Four-Year Growth Management Program Evaluation” by 
the State Planning Office (SPO), Ellsworth does have a comprehensive plan in 
following the Growth Management Act. Therefore, zoning is enforceable.34 
Since the 2004 
comprehensive plan, 
Ellsworth has made 
some, if slow, progress 
in redefining and 
reinvigorating its Main 
Street. Economic 
Development Director 
Janna Richards noted 
that the mid-2000s 
were “transformative” in that a few key “anchoring” businesses were brought to 
Ellsworth by a few visionaries who saw the city’s potential. She cited the first 
of these transformative moments as the acquisition of the old masonic lodge 
building at 192 Main Street by a local woman, who turned it into the first true 
mixed-used building downtown in 2006. The building now houses a cafe, craft 
shop, photography shop, and work space. 
At the eastern intersection of Route 1 / Bucksport Road and Main Street, the 
second transformative business was the opening of Court House Gallery Fine 
Art in 2006. The gallery marries preservation and art since the art galleries are 
housed in the City’s restored 1830s courthouse and registry of deeds.35 The 
gallery also illustrates a further shift from retail to experience-based businesses. 
Richards also noted that the third transformative moment of the mid-2000s, was 
https://www.ellsworthmaine.gov/wp-content/uploads/2016/06/ord56_0400_Unified_Development.pdf. 3, 20.
33  Ibid, 24-32. 
34  “Four-Year Growth Management Evaluation.” SPO. 2011. https://www.maine.gov/dacf/municipalplanning/
docs/2011_Evaluation.pdf. 
35  Janna Richards. Interviewed by Madeline Berry. In person interview. Ellsworth, Maine. April 26, 2019. 
192 Main Street. Image courtesy of Mainebiz. 
Court House Gallery. Courtesy of Court House Gallery Fine Art. 
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Policy Assessment 
In response to this in-depth look at Ellsworth’s development, the most immediate 
question is: why was a bypass never built? In 1933, the residents were in favor 
and the business owners were against it. In the 1970s, the residents were in 
favor with a vote of 91 to 17, and the business owners were against it. State 
Highway Commissioner David Stevens also preferred the High Street widening 
project over the bypass project. The latest bypass episode was in the lead up 
to the city’s 2004 comprehensive plan. According to a 2002 article, titled “Will 
Bypass Issue Halt Planning?,” the first version of the comprehensive plan 
included a transportation goal objective to “work with adjoining communities 
to have a bypass built around downtown Ellsworth.”39 Further, as part of the 
comprehensive planning process, a survey revealed that 72% of residents 
and the City Council were in favor of a bypass, but business owners still “were 
overwhelmingly against a bypass or even having the question on a ballot.”40 
Again, why was a bypass never built and why do the business owners appear to 
have so much influence? 
The answer to this second question could be relatively straightforward. According 
to director of the Hancock County Planning Commission Tom Martin, the bypass 
39  Jennifer Osborn. “Will Bypass Issue Halt Planning?” The Ellsworth American. Sept 5, 2002. 1. 
40  Ibid. 1. 
objective was removed from the final version of the 2004 comprehensive plan 
because the City did not want the plan to “be perceived as anti-business.”41 This 
simple reason could be why the business owners’ consistent opposition to the 
bypass has led to its defeat three times since 1933. 
The other interesting part of the bypass saga is the repeated focus on High 
Street instead of Main Street. This was the result of bypass negotiations in 
the 1970s and the mid-2000s. Both times, a bypass was proposed but the 
implemented project was widening or replanning High Street. An added element 
to this is that both Main Street and High Street are Route 1; yet the City has 
repeatedly chosen to financially focus on commercial strip development along 
High Street just beyond downtown, instead of along the historic Main Street. 
This investment along High Street has both positive and negative impacts on the 
city. The commercial strip is undoubtably a shopping center of the region. There 
are numerous box stores like Shaws, Reny’s, T.J. Maxx, and Hannaford that 
draw residents from around the county. However, the largest presence on this 
strip, the Maine Coast Mall, has numerous vacancies. Further, the appearance of 
the area is often cited as an issue. 
For the economic center of Hancock County, Ellsworth does not have a strong 
reputation among its residents for its shopping experience. As part of the 2015 
Visioning Project, only 4.5% of surveyed residents listed “good shopping” as 
one of their top three reasons for living or working in the city.42 In an open-ended 
question about the worst aspect of Ellsworth, 17.5% of respondents listed traffic 
generally, 13% of respondents listed traffic or appearance specifically of High 
Street, and only one person listed Main Street or Route 1 traffic specifically. Aside 
from traffic, vacancy was also a common issue written in by residents. Nearly 
12% of respondents listed empty storefronts on Main Street, High Street, or both 
as the worst thing about Ellsworth.43 Another notable response to this question 
came from Response #113, who said Ellsworth “does not market itself as a 
destination. Merely a supply city for drive through tourists. Make a walkable city 
with sidewalk cafes, recreational businesses that rent bikes/kayaks/Segways and 
generate paths where they can be used.”44
41  Ibid. 1. 
42  “Visioning Project Summary of Survey Results.” Ellsworth Community Vision Project, City of Ellsworth. 
2015. https://www.ellsworthmaine.gov/wp-content/uploads/2016/12/summary.pdf. 
43 “Visioning Project Summary of Survey Results.” 62-65. 
44  “Visioning Project Summary of Survey Results.” 64. 
1920s traffic jam. Image courtesy of the Osgood Family via the Ellsworth American’s “Ellsworth 250.”
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Comparatively, residents were also asked what is the best aspect of Ellsworth. 
15% of respondents listed downtown or Main Street. Response #141 wrote 
“quaint community feel and Downtown area (which needs a boost!)”45 However, 
the most common answer was variations of “small town feel” with 21% of 
responses. Building upon this, 45.5% of respondents said they hope to see a 
vibrant, authentic Maine downtown in 10 years time. The second and third most 
common answer was a safe community and friendly to small businesses. 
So why then has Ellsworth focused so much time and money on High Street 
instead of Main Street, when Main Street clearly has a higher local value? As a 
way to improve Ellsworth,46 the top three resident responses to the 2015 survey 
were fill empty storefronts before any more expansion (73.3%), redevelop Water 
Street with emphasis on riverfront access and public uses (54.84%), and support 
a diversity of retail shopping and businesses (45.70%).47 Two of these responses 
are directly applicable to Main Street and High Street. Notably, the 2015 survey 
did not ask a question about a bypass. However, the bypass still found its way 
into the write-in responses. Although not a large percentage, 5% of responses to 
the question asking for ways to improve Ellsworth mentioned a bypass. 
There is general consensus in both the 2015 survey and newspaper accounts 
that Ellsworth’s Main Street is dying. Many storefronts are vacant. Residents 
have attributed this to an increase in online shopping, crippling traffic, and limited 
parking.48 However, all three of these reasons seem to be without evidence. If 
online shopping was the culprit then downtowns across the nation would be dying 
out, but this is not the case. As shown in the 2015 survey results, traffic on Main 
Street isn’t all that notable. The issue lies more on High Street. Limited parking is 
also not the reason behind the declining Main Street, as shown in the downtown 
core map in the Visual Orientation portion of this section. 
So what is the cause? I would argue that the reason Main Street is dying is 
because of lack of attention from the City in deference to High Street. Although 
these are both sections of Route 1, Main Street is a 1930s historic resource 
and High Street is a 1960s commercial strip. The argument can be made that 
Main Street vitality is more instrumental to the city’s vibrancy, success, and local 
45  “Visioning Project Summary of Survey Results.” 60. 
46  Respondents could write in their responses and often listed multiple goals. 
47  Percentages equal more than 100% because respondents could put 3 answers. 
48  Taylor Bigler Mace. “Would a bypass have prevented Main Street’s business woes?” The Ellsworth 
American. April 28, 2016. https://www.ellsworthamerican.com/maine-news/bypass-prevented-main-streets-
business-woes/. 
culture than High Street. Repeatedly, plans for a bypass have been abandoned 
for projects along High Street. Further, the lack of the City’s focus on Main Street 
is not isolated to transportation planning. 
There is still no local historic district designated along Main Street, despite this 
being listed as an objective in the 2004 comprehensive plan. The reason for this 
could be a result of the way Mainers view property rights and regulation. “Mainers 
don’t like change. They don’t like the government to restrict them.”49 The reason 
Ellsworth has even one historic district is because those properties are on public 
land owned by the City: City Hall, the library, the jail, etc. Main Street is private 
property and would therefore be much more difficult to garner support for. 
One objective from the 2004 comprehensive plan that has technically been 
accomplished is the introduction of financial incentives for property owners, 
specifically TIF.50  However, TIF districts have not been designated along Main 
Street, where they might be effective in helping revitalize downtown and fill 
vacant storefronts. Instead, they have been designated along the commercial 
strip on High Street and on the southern approach to Ellsworth along Route 1. 
The reason for this is that Ellsworth’s TIF program, enacted in 2016, was devised 
to specifically promote affordable housing not revitalization or preservation-
specific goals. To aid these affordable housing goals, the City also implemented 
Development Districts to create further incentives. These sort of financial 
incentives are vital in helping Ellsworth provide affordable and high quality 
housing for its residents, but what about providing a vibrant historic commercial 
center on Main Street? 
49  Janna Richards. Interviewed by Madeline Berry. In person interview. Ellsworth, Maine. April 26, 2019. 
50  As a reminder, TIF programs generally reallocate funds from tax revenue to fund redevelopment, 
infrastructure, or a community-improvement projects within a certain area. TIF funds can be used for historic 
preservation subsidies, small business loans, streetscape upgrades, and transit-oriented developments.
TIF Districts, shown in pink, along the southern approach to Ellsworth along Route 1 to the east of downtown 
and High Street (Route 3) and Route 1 to the south of downtown. Courtesy of the City of Ellsworth. 
“Visioning Project Summary of Survey Results.” Ellsworth Community Vision Project, City of 
Ellsworth. 2015. https://www.ellsworthmaine.gov/wp-content/uploads/2016/12/summary.pdf. 
Chart below is taken from the “Visioning Project Summary of Survey Results” (2015)
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Chapter 6: Looking Ahead 
Comparative Analysis 
The central question for this thesis was: will a close examination of the 
relationship of three towns to Route 1 reveal a pattern of planning and 
preservation? In short, yes. Route 1 has had clear implications in two of the three 
case study towns: Bath and Ellsworth; and somewhat less clear implications for 
Belfast. 
In Bath, a new bridge was constructed across the Kennebec River the same 
year Route 1 was designated in the U. S. National Highway System, 1926. This 
project destroyed an important historic residence-turned-hotel and required that 
an entire block of Vine Street—which forms the bottom boundary of Front Street 
and downtown—was razed. Up until this point, Vine Street had survived more 
than five serious fires. The street was destroyed again when an elevated viaduct 
was constructed in 1957. This viaduct effectively severed the downtown from the 
shipbuilding district. Just a few years later, two downtown plans (one by the City 
and the other, an urban renewal proposal by a Boston planning firm) showed 
blatant disregard for the city’s historic fabric. In 1959, the City proposed the 
demolition of large sections of town for parking and the redevelopment of half of 
the downtown sections of Front and Centre Streets. In 1960, the urban renewal 
plan proposed the demolition of nearly all of downtown around Front Street, in 
order to create a ring road connected to Route 1. Additionally, Front Street was to 
become a pedestrianized shopping mall with a disneyfied Main Street backdrop. 
In 1971, when the Winter Street Church was threatened with demolition, it 
appears the City of Bath reached a breaking point with destruction for the sake of 
progress. The first local preservation organization was founded and the city’s first 
National Register district was listed in 1973. From this moment on, preservation 
and planning have worked together instead of at odds in Bath. 
In Belfast, despite there being a perceived impact of the bypass on the success 
of the city by both the city itself and neighboring cities, there is no clear impact 
of Route 1 on preservation. The preservation and renaissance of Belfast was 
mostly driven by private and corporate investment, the majority of which was 
spearheaded by MBNA. However, the bypass has left a more clear mark on the 
planning methods of the City in its effects on zoning and planning goals. The 
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City refers to areas as inner- and outer-bypass, and encourages more density 
within the bypass. The divide between the areas is not just on paper. The City’s 
latest comprehensive plan from 2012, cited issues with connectivity between the 
inner- and outer-bypass areas and also within the outer-bypass area. Signage 
along Route 1 has helped to brand the city and help with both wayfinding and 
encouraging drivers to pull over. Additionally, Belfast has garnered a reputation 
as a center for the arts and less-touristy version of Camden. 
In Ellsworth, unlike the other two case studies, there has been no Route 1 
infrastructure change, despite the City’s repeated attempts to build a bypass.
Route 1 is Main Street and High Street (the true commercial center of Ellsworth). 
There have been three distinct bypass episodes: 1933, 1960-1970, and 2002-
2004. Each episode, Ellsworth business owners have been largely responsible 
for the bypass’s failure to materialize. Added reasons were nebulous highway 
commissioner intentions in 1970, and funding concerns in the mid-2000s. Twice, 
plans to build a bypass have been thwarted for the sake of projects on High 
Street. Despite these projects, today much of the commercial strip on High Street 
is vacant, as are numerous storefronts on Main Street. It is unclear how a bypass 
could have changed Ellsworth’s trajectory, but some think the situation would 
be less dire if it had been built. The city is often compared to Belfast with its 
successful bypass, but also to Camden, successful without a bypass. 
Belfast, often hailed as eastern Maine’s success story, has benefited from 
becoming an isolated hamlet off of Route 1.Belfast’s art galleries, eateries and 
shops are just a quick detour off of Route 1. The town is not an avenue for 
logging trucks rumbling down its cobblestone streets or tourists cutting through 
on their way to Bar Harbor. But other coastal towns have thrived despite major 
congestion through their downtowns. Camden, despite bumper-to-bumper traffic 
through Main Street during the high tourist season, is a bustling destination. The 
town frequently tops travel magazines’ “best of” lists.1
State Senator Dennis Damon (2002-2010) doesn’t think Ellsworth’s problems 
are linked to Route 1. Rather, he thinks they are due to inattention on the City’s 
part. This is most apparent in how the city repeatedly decided to invest in High 
Street instead of Main Street or a bypass. The trend of ignoring Main Street 
hasn’t changed much. In recent years, the City has implemented new financial 
1  Taylor Bigler Mace. “Would a bypass have prevented Main Street’s business woes?” The Ellsworth 
American. April 28, 2016. https://www.ellsworthamerican.com/maine-news/bypass-prevented-main-streets-
business-woes/. 187
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tools (TIF and Development Districts to spur reinvestment and development), but 
none of these are centered around Main Street. Furthermore, the City has yet 
to designate Main Street as a local historic district. Historically, business owners 
have been most concerned about tourist traffic, but the City also needs reliable 
support from year round residents. City Manager David Cole stated in 2016, 
that the time for a bypass has come and gone, so now the city needs to come 
up with alternate strategies to alleviate traffic and rejuvenate Main Street. The 
City has started to move in the right direction with the shift from retail-based to 
experience-based businesses on Main Street, but this momentum must continue 
and new strategies must be implemented. 
Across these three cities, it is difficult to draw comparisons, given the many 
layers and dimensions of each city individually. However, it is interesting to note 
that the cities with the most active Main Street investment are the towns with 
highway infrastructure interventions, Bath and Belfast. Both towns have a history 
of preservation and planning working together to solve the cities’ problems. For 
example, both cities have implemented historic marker and signage programs, 
been designated as Main Street Programs, and worked collaboratively on 
streetscape and other downtown improvements. Further, Main Street Bath 
worked with the City for the design of the Sagadahoc Bridge. Conversely, 
Ellsworth’s downtown has been relatively neglected and there hasn’t been such a 
strong bond between planning and preservation. 
By looking at the community characteristics of each town together, it is clear 
that the towns have implemented a diversity of planning and preservation 
techniques. There are only three characteristics that all three towns share: zoning 
enforceable through the Growth Management Act, local preservation non-profit, 
and comprehensive plan with clearly defined preservation goals. 
Interestingly Bath, Belfast, and Ellsworth were included in the 10 best places 
to live in Maine for hippies in 2016 in Homesnacks. Ellsworth came in at #5, 
with Bath as #6 and Belfast in #7. The list was determined by political affiliation 
as well number of yoga studios, organic markets, animal shelters, vegan 
restaurants, and thrift stores per capita.2 Although not necessary scientific, it is 
interesting that all three case study towns made the list and provides insight into 
how the general public perceives of these locations. 
2  Chris Kolmar. “These are the 10 Best Cities for Hippies in Maine.” Homesnacks, July 27, 2016. https://
www.homesnacks.net/best-cities-for-hippies-in-maine-128076/. 
Community Characteristics 
of a Planning- & 
Preservation-Driven City 
BATH BELFAST ELLSWORTH
1 local preservation ordinance X X
2 zoning is enforcfeable through Growth Management Act X X X
3 Certified Local Government 
4 at least one preservationist on city staff 
5 local preservation non-profit (historical society or preservation group) X X X
6 active local non-profit (year round) (specifically a historical or preservation society) X
7 city website offers historic property resources X X
8 historic information placards on street X X
9 Main Street America Program through National Trust X X
10 comprehensive plan with clearly defined preservation goals X X X
11 local economic incentives for preservation (TIF, CBDG, etc.) X
12 clear city investment in historic downtown core / Main Street X X
13
alternative protections other than historic districts 
(conservation districts, form based codes, or historic 
district zoning overlays)
X
14 city zone or historic district has design guidelines X X
Criteria based on: 
“How to Evaluate Your Community’s Historic Preservation Values.” Wisconsin Historical Society. https://www.
wisconsinhistory.org/Records/Article/CS3696.




It is somewhat surprising that Belfast does not have a local preservation 
ordinance or historic district overlay. In spite of this, the historic built fabric of 
downtown has been celebrated and invested in, largely due to private investment 
and community efforts. A local ordinance or zoning overlay is vital if Belfast 
wishes to ensure its historic fabric will be protected to perpetuity. If the City does 
not want to pursue standard historic districts, then Neighborhood Conservation 
Districts (NCD) might be a way for the City to protect areas outside of downtown 
that are not at least partially, although weakly, protected with National Register 
designation. 
The other identified issue in Belfast is the lack of connectivity between the inner-
and outer-bypass areas and within the outer-bypass area. Similar to potential 
solutions in Bath, Belfast needs to connect the two areas underneath highway 
infrastructure. A climbing wall and public art would not solve Belfast’s issues, 
however. The connection between the inner- and outer-bypass regions needs to 
be made walkable and pedestrian-scale, and also appropriate for a residential 
neighborhood atmosphere. The city has a plethora of trails along the waterfront 
and the old rail line, and plenty of greenspace along the waterfront, but this type 
of public space is missing from areas around the bypass. Simply improving the 
quality and number of sidewalks could have a huge impact. 
Ellsworth 
The answer to Ellsworth’s problems is not a bypass. It’s been almost a century 
since the first one was proposed, and at this point, it is an unrealistic goal. In 
2016, City Manager David Cole agreed that the time for a bypass has come and 
gone. He also expressed reluctance to start a bypass project because of the 
lengthy Environmental Impact Statement process3—although this is not really a 
compelling reason to avoid the project. The City could create a pseudo-bypass 
by reinventing Water Street, which is already a major roadway as State Route 
230.  The riverfront could be revitalized, turned into a recreational, environmental, 
and aesthetic asset for the city. Water Street could become a scenic route that 
would aid in traffic alleviation, but also serve as an attractor for visitors and 
nearby residents. 
3  Taylor Bigler Mace. “Would a bypass have prevented Main Street’s business woes?” 
Recommendations 
Bath 
The City of Bath is in a strong position when it comes to planning and 
preservation. However, this thesis has revealed two major issues: the Carlton 
Bridge and connectivity across the viaduct. 
The 1926 Carlton Bridge is an important historic resource for Bath and the 
State of Maine. It is currently only being utilized for occasional freight traffic 
and the upper deck is not being maintained or utilized at all. The bridge should 
not be viewed as something too expensive to get rid of. Instead, it should be 
reinstated into the vital community resource that it is. The upper deck has been 
severed from land on either side of the Kennebec River: however, by renewing 
this connection, the City of Bath has an opportunity to make a bold planning 
and design decision. The Carlton Bridge could become the Carlton High Line, a 
pedestrian greenway connecting Bath and Woolwich. This project would have 
an environmental, recreational, and preservation focus. The quality of life of 
Bath residents would be improved and the Carlton Bridge would once again be 
celebrated as a unique resource. 
The other outstanding issue in Bath is the severed connection between 
downtown and rest of town below the viaduct. Although the City has redone the 
streetscape in this area a few times, the streetlevel under the bypass is still not 
friendly to pedestrians. Some ways to engage the space and draw more visitors 
could be an outdoor bouldering wall, public art, or even just by reducing the 
amount of pavement and the number of lanes. 
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What Ellsworth really needs is to plan better and smarter. Although it is unclear 
if a bypass would have prevented Ellsworth’s current issues, the City repeatedly 
let private interests stand in the way of dominant public opinion. Further, instead 
of nurturing the historic Main Street, the City poured financial investments into a 
commercial strip just beyond Main Street. Commercial strips might be economic 
boosters for municipalities, but they do not set cities apart from other towns or 
encourage tourism and repeat visitors. Particularly in Ellsworth, the commercial 
strip does not represent the kind of history that its Main Street does. 
Ellsworth already has an apparatus for handling TIF districts, but for affordable 
housing not revitalization or preservation. The City could consider implementing 
TIF districts along Main Street and southern sections of Route 1 for small 
business loans, streetscape upgrades, or storefront facade grants. 
The City has also not locally designated Main Street as a historic resource. The 
City should consider designating street for its 1930s architectural integrity, intact 
original Main Street scale and atmosphere, and as a segment of historic Route 
1. National Register designation would fall under Criteria A & C. Additionally, 
Ellsworth should consider becoming a Main Street Community or Maine 
Downtown Affiliate through the Maine Downtown Center, the state coordinator for 
the National Trust. Having state and national resources and expertise would be 
very beneficial to Ellsworth and also help to stimulate more of a sense of urgency 
in protecting the city’s historic resources. This type of designation might also help 
improve the level of community support for preservation, noted as an issue in the 
2004 comprehensive plan. 
Applicability & Further Research 
This thesis is not meant to prove definitively that highways always inspire 
planning and preservation action. However, it does show that highways can 
influence planning and preservation, and that this influence is often neglected in 
both planning and preservation literature and in the public mind. 
The next logical step for this thesis is to compare Bath, Belfast, and Ellsworth to 
towns similar to themselves. Although there may not be any other Maine towns 
with Route 1 viaducts, there are other towns with other Interstate or state route 
viaducts to compare with Bath, even if they are located outside of Maine or 
New England. Damariscotta would be a logical match with Belfast, since their 
bypasses were both constructed at the same time. There is an abundance of 
towns with Route 1 as their Main Street in Maine. An analysis of Camden would 
offer a strong contrast to Ellsworth, while Wiscasset might reveal similar trends. 
Beyond Maine, this methodology utilizing documentary analysis and critical 
visual analysis, could be applied to other studies of highways and towns. 
Different variables could be tested like landscape type and geographic region. 
For instance, an inland v. coastal landscape or New England v. Southern 
regions. Highway and city relationships could also be different between the East 
Coast and West Coast or even from state to state. The variations are endless 
when considering the different sizes of towns, jurisdictions of highways, state 
regulations, and local ordinances and practices. Regardless of the different 
factors, this latent narrative is waiting to be explored. 
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